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simulation showed vessels lined up “bumper to bumper” in opposite directions at the closed 
Rail Bridge.  When the bridge opened the vessels traveled through the opening with 2-way 
traffic in opposite directions.  When the bridge closed the boats abruptly stopped “bumper to 
bumper” as if they were vehicles at a traffic signal. 

 
Vehicular Traffic Model used for Boat Calculations 

5. The current and the wind between the three bridges make it difficult to navigate and 
impossible to wait between the bridges.  Eastbound and westbound vessels cannot pass 
through the three bridges at the same time so one queue must clear before the other queue 
starts through the channel.   

6. The DEIS assumes that each queue, developed during a bridge closure, will be eliminated 
before the next closure cycle begins.  With a nearly three-fold increase of expected boat arrivals 
on weekend and a 1.6 increase on Fridays, this is not at all certain.  It is possible, depending on 
train schedules for one queue to feed into another, creating a major navigation hazard. 

7. The DEIS reports an average daily vessel arrival of 157 per day passing through the Rail Bridge.  
Martin County Engineering’s independent study showed a daily vessel count of 243 vessels per 
day. 

8. The DEIS states that the data collected represents about 21 days of data from peak vessel traffic 
seasons, however data collected at the Loxahatchee Railroad Bridge shows no difference in 
vessel traffic between seasons or months.  The inference here is that the data represents the 
most active time period, which is at odds with Martin County’s findings. 

9. Martin County began data collection in early July, 2014, producing over 120 days of data at the 
time of this review (see Exhibit C - Vessel Traffic Data).  The data tracks well with the data 
collected for the Loxahatchee River Bridge, and indicate that there are over 450 boats per day on 
weekends and over 250 boats per day on Fridays.  Boat counts reflect traffic during daylight hours 
only and therefore under count total boat traffic.  Peak travel hours are from 10 AM to 5 PM, 
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however substantial boat traffic is seen between 6 AM and 8 PM daily. In contrast, the DEIS 
states:  “vessel traffic data show an average of 102 vessel crossings per day (Min=28; Max=263) 
from Monday to Friday, compared to about 315 vessels (Min=157; Max=413) per day on a 
weekend. Sundays had the most vessel activity, with a range of 296 to 395 vessel counts” (DEIS 
overall average is computed as 121 boats/day compared to actual average of 235 boats/day). 

10. Interpolating from the DEIS reported average of 157 boats per day to the measured 450 boats 
per day on weekends and using the reported information in table 5.1.3.4, the expected number 
of recreational boats with a wait time would be 2.9 times the reported number of 63 boats or a 
total of 180 boats.   

11. The DEIS estimated queue lengths of 10 boats maximum based on an estimate of 157 boat 
arrivals per day. The measured 450 boats per weekend day would result in expected queue 
length of 29 boats.  Accurate information is needed on how long it takes for 29 boats to clear 
the Rail Bridge.   

12. The DEIS discounts the economic impact on marine industries, however if one assumes that 
customers of marinas and boatyards lying west of the St. Lucie Railroad Bridge follow the 
boating pattern documented in Martin County’s boat survey, then it is reasonable to conclude 
these facilities west of the bridge will have a much reduced value to patrons, and experience a 
loss of revenue greater than calculated in the DEIS. 

13. Table 5.1.3.12 shows an increased cost of $491/day to recreational marine industries, based on 
157 boats per day.  The 235 boats per day actual average and 450 boats per day actual average 
on weekends will increase this daily cost substantially. 

14. Section 5.1.3.3 states “Individual commercial vessels could potentially experience an increase in 
vessel queue times at the St. Lucie River Bridge. However, there are very few commercial 
destinations on the St. Lucie River”.  State marina registration data indicates there are 
approximately 2,200 slips available in private marinas, with up to 2,000 dry storage slips in 
Martin and St. Lucie counties (see Waterways Plan for Martin and St. Lucie Counties available 
on Treasure Coast Regional Planning Council 
website http://www.tcrpc.org/special_projects_.htm ). 

15. Proposed mitigation in Section 7.2.2 of the DEIS includes public access to set train schedules 
with notification signals and countdown clocks to allow boaters to plan trips to avoid wait times 
and frustration.  The measured counts of 450 boats per day on weekends and 250 boats on 
Friday will create queues in the morning that might be sustained throughout the day, 
eliminating the value of the proposed mitigation.  The set schedules will result in boaters lining 
up and jockeying for position during peak hours.  This will create a hazardous condition for 
boaters. 

16. Table 7.2-2 lists the following mitigation measure without further explanation, “Manage train 
schedules to minimize bridge closures.”  If freight trains are staged or slowed down to let 
passenger rail trains pass during one rail bridge closure, there would be impacts to traffic and 
emergency response times.  More information is needed on mitigation measures in order to 
evaluate the impacts to navigation and the impacts to delays at grade crossings. 

17. The narrow 40-foot horizontal clearance of the Rail Bridge restricts barge traffic across the state 
of Florida through Lake Okeechobee.  The Okeechobee Waterway is part of the Emerging 
Strategic Intermodal System (SIS) and the narrow bridge opening limits the width of barges that 
can navigate through the opening.   

http://www.tcrpc.org/special_projects_.htm


15 
 

18. McCulley Marine Services, Inc. (see Exhibit D – Letter from McCulley Marine Services, Inc.) 
states, “The Florida East Coast Railroad Bridge and the Roosevelt Bridge both share mile marker 
7.4.  These bridges are only 200 feet apart and are offset by more than ten degrees.  A tug and 
tow making the passage must wait for ideal tidal conditions, specifically slack tide, in order to 
pass safely.  Slack tide conditions allow for only a twenty minute window, four times per day.  
The anticipated schedule for the rail service may make the bridge impassable to a tug and tow.  
This would be in violation of the bridge’s permit and is a violation of 33 U.S. Code § 512, which 
reads “No bridge shall at any time unreasonably obstruct the free navigation of any navigable 
waters of the United States.” 

19. The Rail Bridge was constructed in 1926. It is approximately the same age as the railroad bridge 
in Jacksonville that has been experiencing extended periods of lockdown.  Increased closures of 
the bridge will lead to more gear failures and increase the risk of lockdown. 

20. Martin County has requested copies of inspection reports for the Rail Bridge over the St. Lucie 
River. The request has been rejected. Martin County requests that the FRA verify the safety of 
the Rail Bridge. The County also requests that the FRA verify that the bridge will be able to 
handle the increased traffic and increased number of openings without significant breakdowns 
and disruptions to navigation. 

 
Condition of St. Lucie River Railroad Bridge Built in 1926 

21. Section 4(f) Findings in Section 6.5 of the DEIS with regard to historic resources state,  

“There is no feasible and prudent alternative to the demolition of the Eau Gallie River and St. 
Sebastian River bridges. New bridges are required at these locations to upgrade these crossings 
to double track crossings, and retaining the bridges presents an unacceptable safety risk to 
navigation of vessels on the waterways below.”  

This same argument should be applied to the St. Lucie River Railroad Bridge, which is currently 
an obstruction and hazard to navigation.  The proposed passenger rail project will compound 
problems that already exist today at this bridge. 

22. The Florida Department of Environmental Protection has confirmed the Board of Trustees of 
the Internal Improvement Trust Fund of the State of Florida owns the submerged lands of the 
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St. Lucie River at the location of the Rail Bridge.  A Submerged Land Lease would have to be 
acquired prior to replacing the bridge. 

23. The Realtor Association of Martin County estimates that there will be “anywhere from 13 to 
nearly 17 hours per day in delay time to boat traffic”. (See Exhibit O – Letter from Realtor 
Association of Martin County.) 
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Public Health & Safety 

1. The increase in trains commuting through Martin County will impact Fire Rescue’s response 
times.  There are several large communities served by Fire Rescue Stations which must cross 
the track to provide essential services.  These communities include Jupiter Island, Hobe Sound, 
Port Salerno, Jensen Beach and South County.  In 2013, Fire Rescue crossed railroad tracks 
approximately 6,624 times while responding to incidents, approximately 4,112 times when 
transporting to area hospitals, for a total of 10,736 times.  This data does not include units 
returning to quarters or responding to other incidents which required crossing a railroad track. 

2. Fire Rescue experienced railroad crossing delays 140 times per year in 2013 and 2014.  Based 
on the estimated increase in trains, those delays could reach 680 times per year.  These delays 
occur during response to emergencies and while transporting sick or injured patients to 
hospitals.  These delays could significantly impact service levels adopted by the County to 
respond to emergencies in the community.   

3. Current service levels for Martin County are basic life support and fire suppression within 6 
minutes, 90% of the time, and advanced life support services within 8 minutes, 90% of the time.  
Estimated railroad crossing closures of 100 minutes per day will impact services provided in the 
community.  Survivability of patients decreases with each minute that services are delayed. 

4. Martin Medical Center serves as the main hospital for Martin County.  This facility provides 
cardiac intervention, primary stroke care, and treatment to trauma patients who cannot safely 
be transported to a trauma center.  This facility is divided from the majority of the population 
by a railroad.  Delays in transporting patients to this facility would significantly increase.  In 
2013, over 4,100 patients had to be transported over a railroad track to reach their hospital. 

5. Martin County neighbors the St. Lucie Nuclear Power Plant and must have plans to rapidly 
evacuate residents, in the Emergency Planning zone, if a plant emergency occurs.  Due to 
population density east of the current coastal railway, evacuation times for local emergencies 
would be greatly increased with railroad crossings being closed.    All evacuation routes from 
the affected area are crossed by a railroad. 

6. Estimated evacuation of the north Jensen Beach and Hutchinson Island Emergency Planning 
Zone shows an optimal time of 5.5 hrs.  This evacuation would be impeded by the increased 
train operations, affecting evacuation times by as much as an additional 45 minutes. 

7. Commuter trains historically have experienced accidents in the first year of operation.  SunRail 
had 5 mishaps in the first 5 months of operation.  SunRail operates at speeds between 30 and 
79 mph, with an average speed of 33 mph. 

8. A sealed corridor will direct pedestrians to cross at grade crossings.  There are currently no 
pedestrian facilities at ten (10) of the 28 track crossings in Martin County.  Pedestrians and 
bicyclists will be directed to cross the rail in the roadway increasing probability of pedestrian 
injuries and fatalities. 

9. Pedestrians will have difficulty judging the time it will take for the train to reach their location 
when some trains are traveling at lower speeds and some are train traveling at 110miles/hour 
(1.8 miles/minute). 

10. Properties east of the track will be difficult to evacuate if there is a hazardous material spill or 
leak in the rail corridor.  Develop an emergency response and evacuation plan in coordination 
with Martin County Emergency Management.   



18 
 

11. Martin County removed contaminated soil from the Martin County Courthouse parking lot in 
downtown Stuart during the summer of 2013.  The contaminated material that extended into 
the FEC right-of-way was beyond the scope of work and remains in place.  Include removal of 
the contaminated material as part of the project. 
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Environmental 

General 
1. In many instances of analyses requiring calculations (e.g. waterborne navigation impacts and 

waterborne and roadway crossing wait times), the DEIS uses an arithmetic mean as a major key 
factor. This is in direct opposition to accepted statistical methodologies, in particular due to the 
project-specific factors. Existing single event conditions (freight trains) are statistically and 
characteristically significantly different and discrete from the proposed additional event 
conditions (passenger trains). The combination of these discrete events will not result in a 
hybrid event equivalent to the arithmetic mean under any circumstances, and should therefore 
not be combined for analysis.  Due to the scope of the project and the potential severity of 
effects to such a large proportion of the public, appropriate transportation industry-accepted 
statistical methodologies, or actual raw data, must be used for accuracy.   

2. The Draft Environmental Impact Statement (DEIS) is incomplete in consideration of 
environmental, wetland and wildlife impacts. All Aboard Florida (AAF) should include an 
evaluation of proposed impacts and compensatory mitigation actions for impacts that will occur 
to wetlands, conservation uplands including rare and unique scrub areas, and wildlife including 
all state-listed animal and plant species.   Once the impacts are evaluated and quantified, AAF 
should consider, at a minimum, the following mitigation and monitoring elements to offset 
anticipated natural resource impacts:  rail corridor fencing; strategically placed wildlife crossing 
culverts/tunnels; and specific monitoring studies. 

Air Quality & Vehicle Emissions 
1. Although the DEIS claims a net regional air quality benefit with all alternatives (and it should be 

noted, no hot-spot modeling evaluation was completed), in reality, the air quality impacts will 
be redistributed and concentrated in areas where increased number and duration of crossing 
closures will occur, including Martin County.   

2. In the “Air Quality” section, there is an overall disregard for localized impacts through claiming 
more “regional” benefits.  This claimed “benefit” regionally is at the expense of local 
community air quality. 

Land Use, Noise & Vibration 
1. The DEIS has not addressed the potential noise and vibration effects to the conservation areas 

and passive parks within or adjacent to the project. The High-Speed Ground Transportation 
Noise and Vibration Impact Assessment, by the USDOT Federal Railroad Administration states 
on Page 3-8, Section 3.2.1 that, “While parks are considered in general to be noise-sensitive 
sites, in some cases actual noise sensitivity depends on how the park is being used. Parks used 
for passive purposes such as reading, meditation, and conversation would be considered more 
noise-sensitive than ones used for sports or other active recreational pursuits.”  The DEIS has 
not included evaluation of potential impacts to the passive parks in proximity to the project, 
including Jonathan Dickenson State Park (JD Park).  Furthermore, the DEIS has identified that 
available research and data regarding impacts to wildlife from high-speed rail noise and 
vibration effects is minimal and/or unavailable.  

2. This project clearly provides an ideal opportunity for AAF to perform pre- and post-project 
monitoring in areas where there is currently no rail operation (E-W corridor) and in areas where 
there is currently conventional rail operation only (N-S corridor, JD Park) to study and quantify 
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potential effects that have so far not been studied.  Provide such a monitoring study, especially 
since the DEIS clearly identifies this as an issue in need of additional information.  

Water Resources and Coastal Zone 
The Attachments includes the following Exhibits that provide information on resources in the Coastal 
Zone. 

Exhibit E - Conservation Lands Map 

Exhibit F - East Coast Greenway Corridor Alignment  

Exhibit G - Jonathan Dickinson State Park Land Use Plan 

Exhibit H - Martin County Banded Scrub Jays Map 

Exhibit I - Scrub Habitat and Scrub Jay Points Map 

Exhibit J - East Coast Greenway Seabranch State Park, Gopher Tortoise Burrow Locations 

Exhibit K1 - Florida Scrub Jay Survey, CR-A1A / SE Dixie Highway Bike Lanes 

Exhibit K2 - Florida Scrub Jay Survey, Jonathan Dickinson State Park 

Exhibit Q - Endangered Florida Perforate Cladonia (Reindeer Lichen) 

Exhibit R - Endangered Mycteria Americana (Wood Stork) 

Exhibit S – Imperiled Species in Jonathan Dickenson State Park 

Wild and Scenic River 
1. Potential impacts to the Northwest Fork of Loxahatchee Wild and Scenic River have been 

notably disregarded based on proximity alone.  It is widely known that the entire Loxahatchee 
River watershed ecological complex, including the Wild and Scenic River, provides outstanding 
habitat for numerous avian species, including endangered, threatened, and migratory bird 
species.  Birds do not contain themselves within the boundaries of the Wild and Scenic corridor.  
They travel throughout the area, including within the FEC corridor.   

2. It is unknown what impact additional trains traveling at a high speed through the area could 
have on avian species as they traverse for feeding, breeding, and nesting activities, or the 
potential for trains to physically come into contact with them.  In the “Air Quality” section, the 
DEIS claims benefits at a regional scale, however, in this section, there is no consideration given 
to regional impacts to wildlife species, particularly avian species, from this project. To assume 
there is no impact does not fulfill the purposes of the DEIS. 

Floodplain & Wetlands 
1. Overall impacts to wetlands and other biological / natural resources are significant under all 

alternatives.  Although some of the impacts may be permitted and allowed to be mitigated for, 
the DEIS does not adequately compile the impacts into a sufficient regional assessment to 
consider the additive and cumulative effects of the project. 

2. There is insufficient data for evaluation of wetland impacts and/or mitigation. No actual 
quantification of wetland impacts, direct or secondary is provided.  Appendix 4.3.3-A Location 
of Impacted Wetlands is only for E-W segment. No maps are provided for N-S corridor and 
Martin County.  Wetlands are located within the proposed area of impact. The DEIS indicated 
that wetlands have been identified and characterized utilizing “readily available data” including 
Florida Land Use and Cover Classification System (FLUCCS), which is a broad high-level general 
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land use survey map for initial informational/planning uses. All federal and state wetland 
delineations require field verification.  It appears that AAF is relying upon inaccurate FLUCCS 
maps (see Exhibit L - Florida Land Use and Cover Classification System (FLUCCS) Map).  

3. DEIS states in Methodology section 4.3.3.1, page 4-65 that, “In addition, field delineations were 
conducted…” and “These delineation provided field confirmation for the occurrence of wetland 
and surface waters…”, but no field dates, notes, reports or maps are provided for the N-S 
corridor of the project including Martin County. Additionally, DIES states in section 4.3.3, “AAF 
has not yet submitted its application for Section 404 authorization to USACE.” Wetland impacts 
are to be evaluated and authorized by both the US Army Corps of Engineers (USACE) and 
Florida Department of Environmental Protection (FDEP) for Federal and State authorization, 
respectively. No information on these evaluations provided beyond those encompassing the 
surface water creeks/waterways as noted in Appendix 5.3.6-B1. Appropriate mitigation to 
offset wetland impacts cannot be determined until actual impacts are quantified and mitigation 
proposals are demonstrated to offset the proposed impacts. 

Threatened & Endangered Species 
1. The DIES fails to identify preserved rare and unique upland areas (scrub) in many places. 

Misidentification of areas as developed/urban when many of these areas, due to Martin 
County’s Comprehensive Growth Management Plan development requirements, have native 
upland and wetland habitat preservation areas, often including rare and unique upland (scrub) 
as identified in recorded documents Preserve Area Management Plans (PAMPs). The DEIS also 
does not address all listed species known to occur in Martin County.  The US Fish and Wildlife 
Service (USFWS) and USACE reviews of federally listed animal species only have been provided. 
Multiple state listed animal and plant species, in addition to the federally listed animal species, 
occur throughout the project area. Information regarding these protected species is readily 
available through the FDEP, the Florida Department of Agriculture and Consumer Services 
(FDACS), and the Florida Fish and Wildlife Conservation Commission (FWC) and has not been 
addressed in the DEIS to any degree, although the project summary briefly identifies that some 
of the species of state concern are recorded within the project area.  

2. Appendix 4.3.6-A Rare Species Survey indicates that in Martin County, Scrub-Jays were only 
observed within the railroad right-of-way within JD Park and other sensitive conservation areas 
containing suitable habitat. The survey points were performed only immediately along the 
tracks and did not consist of statistically sufficient data points to determine the absence of the 
species in the areas where no presence was recorded during the survey. The areas surveyed 
were not consistent with the areas noted within the North/South Florida Scrub-Jay Consultation 
Area Map located on Page 6 of Appendix 4.3.6-B. The surveys should be expanded in order to 
provide statistically sound data for impact evaluations. Even with the very limited sampling of 
the habitat area, the survey noted that at least one individual did cross the tracks and that 
multiple individuals were sighted from the project area and did flee upon the approach of a 
freight train. However, the surveyors also noted that the train horn was sounded due to the 
presence of the surveyors and a horn sounding would not occur if persons were not present.  

3. The Federal finding noted in Appendix 5.3.6-B2 by USACE was that the proposed rail addition 
“may affect, not likely to adversely affect” Florida scrub-jay. The same findings applied to the 
Blue-tailed mole skink and Florida sand skink are similarly based upon information currently 
available which appears to be based upon the presence of suitable habitat as noted on the 
FLUCCS maps only and is conditioned by the statement “Additional surveys are being 
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completed by the applicant…” in Appendices 5.3.6-B3 through 5.3.6-B5. No discrete or site-
specific information, surveys, evaluations or proposals are provided for the state listed species. 
No finding by any relevant state agencies regarding potential impacts to state listed species, not 
addressed at the federal level but mentioned in page S-15 of the DEIS, have been provided. No 
impacts or mitigation measures have been evaluated by AAF for the state listed (non-federal) 
animals and plants which have been officially recorded in the project area that may be affected 
by the project. Particular listed species of concern have been omitted from the plant species 
appendices (4.3.3-A1 and 4.3.3-A2), such as the four-petal paw paw. Additionally, the state and 
federally listed American alligator is similarly omitted from any evaluation or discussion.  Not 
enough information has been provided to fully evaluate the exclusion of key species or habitats, 
so the examples are singly noticed and not meant to be exclusive. The DEIS should provide full 
background information including readily available state species lists and preferred habitat 
maps. 

4. The DEIS states that “The USACE, the lead federal agency for Endangered Species Act (ESA) 
compliance, assessed the effects of the Project on federally listed species.  The USACE found 
that the Project is ‘not likely to adversely affect’ the wood stork, the eastern indigo snake, the 
West Indian manatee, and the Florida scrub jay; and may affect, but is not likely to adversely 
affect, the blue-tailed mole skink or the Florida sand skink.  United States Fish and Wildlife 
Service (USFWS) and National Marine Fisheries Service (NMFS) have concurred with this 
finding.”  The USFWS and NOAA / NMFS are the federal agencies designated for administering 
the ESA, not the USACE.   For any agency other than the USFWS and NOAA/NMFS to take the 
lead on threatened and endangered species issues related to a project of this size and scope is 
inappropriate, irresponsible, and very likely an inaccurate assessment of the true wildlife 
impacts.   

5. Page 5-121 of the DEIS states that the project “May effect [sic], but is not likely to adversely 
impact the Florida scrub-jay.  Habitat documented to be used by this species is outside of the 
proposed work area.”  This statement is an example of USACE’s inability to fairly and accurately 
assess impacts to threatened and endangered species.  This proposed project traverses directly 
through Florida scrub-jay critical habitat, through Jonathan Dickinson State Park, Hobe Sound 
National Wildlife Refuge, and Savannas State Preserve just to name a few.  Impacts to Florida 
scrub-jays are certain.  Many other species threatened, endangered and otherwise, will also 
most certainly be impacted by this project through crossing impacts alone.   

6. Impact avoidance/mitigation measures are not provided for any listed plant species known to 
occur in the project area. Mitigation is not proposed for any potentially affected state-listed 
upland animal species. Although a wildlife crossing is proposed for the E-W project corridor, no 
wildlife crossings are proposed for the N-S corridor, which, by design, will be experiencing the 
same cumulative increase in impacts as the E-W corridor during the operational phase. The 
existence of current event generated impacts does not inherently invalidate any and all future 
impacts, which must be scientifically quantified before determining significance. Appendix 
5.3.6-A1 acknowledges that potential actions are to consider installing fencing along the 
corridor to prevent scrub-jay collisions but that fencing may impede other species. However, 
this impediment could be mitigated by the provision of wildlife crossing structures. Based upon 
the significant increase in number of train passages/events and the significantly increased 
speeds of those events, the project is likely to result in impacts to wildlife above and beyond 
the existing rail operations. The DEIS has not provided any information to demonstrate no 
increase in impacts or to quantify potential impacts.  
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7. Additional information is needed on impact where curvature of rail will be needed, specifically 
impact to scrub jay and gopher tortoises (see Exhibit J - Gopher Tortoise Burrow Locations and 
Exhibit K - Scrub Jay Survey).  

     
8. The meeting minutes referenced in Appendix 5.3.6-A indicate that one of the “solutions” for 

Florida scrub-jay impacts is fencing.  Fencing would only exacerbate other wildlife impacts, 
especially in areas where prescribed fire is frequently used as a habitat management tool.  
Animals would be trapped from crossing where they need to for numerous purposes with 
fencing in place.  Additional trains will increase the risk for all wildlife. 

9. This entire DEIS process is based on an incomplete wildlife assessment by an agency (USACE) 
whose mission does not include ESA administration.  The entire portion of the DEIS that 
assessed potential impacts to wildlife should be re-done, by the correct lead agency (USFWS), 
taking into account the entire regional impacts to wildlife species, including but not limited to 
crossing impacts, regional and sub-regional migration, habitat fragmentation, loss of habitat, 
etc.  The wildlife impact assessment of the DEIS is woefully inadequate, and to come to the 
conclusion that in almost all cases there would be “no adverse impact” with any of the 
alternatives is an example of either the consulting agency’s inexperience / inability to consult 
on wildlife impacts, or a conscious disregard for existing law and the resources protected under 
the ESA.  From the meeting minutes referenced in Appendix 5.3.6-A, it seems that all federal 
agency personnel who discussed wildlife impacts did so without regard to cumulative and 
regional impacts. 

10. The “Imperiled Species” section (pp 46- 55) of the Jonathan Dickenson State Park Management 
Plan (See Exhibit S) identifies flora species that that are designated as “Endangered” by the 
federal government (i.e., four-petal paw-paw, perforated reindeer lichen and Small’s milkwort) 
and which therefore should have been analyzed in the DEIS).  The plan was updated during 
2011-2012, and approved on June 15, 2012.   

11. Many of the other imperiled species that are identified in Table 2 (See Exhibit S) and described 
in pp 47 – 53 are wetland dependent.  Because the existing FEC tracks, which are to be widened 
to double or triple-tracks in JDSP also traverse wetlands, and because no information is 
provided on the potential impacts on wetlands within the North-South stretch of the AAF 
project, potential adverse impacts on wetland-dependent threatened and endangered species 
should be addressed in the EIS. 
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12. Page 3-6 of the DEIS identifies that the listed species assessment did not include an evaluation 
of plants.  It certainly should have, as the proposed changes to the existing rail line could have 
an adverse effect on any of these species – particularly if the widened tracks and frequency of 
their use negatively affect Jonathan Dickenson State Park’s ability to implement their fire 
management protocols. 

13. The Institute of Systematic Botany has a searchable website called the Atlas of Florida Vascular 
Plants http://florida.plantatlas.usf.edu/Default.aspx.  All plant species that are designated by 
the state as threatened or endangered which are known to occur in Martin County, can be 
found on the website   Tillandsia balbisiana (FL-Threatened), Tillandsia fasciculata (FL- 
Endangered), Tillandsia flexuosa (FL-Endangered) and Tillandsia utriculata (FL-Endangered) and 
several others, all of which occur in Martin Co were not included in Table 4.3.6-5 of the DEIS.  If 
these listed plants that occur in Martin Co were omitted, I’m sure that the list for all the 
counties included in the limits of the project will be considerably longer. 

  

http://florida.plantatlas.usf.edu/Default.aspx
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Social, Economic & Community Impacts 

Environmental Justice  
1. Environmental Justice Populations in Martin County were not identified. 

a. Martin County and Stuart are excluded from Section 4.4.1 Communities and 
Demographics and 4.4.1.2 Affected Environment (Table 4.4.1-1). 

b. Martin County was not consulted and County historic resources were not included in 
Section 4.4.5-2 Designated Cultural Resources. 

2. There are 4 (four) Title I Schools located within the vicinity of the All Aboard Florida (AAF) 
project (see Exhibit M - Environmental Justice and Title 1 Schools Map).  Title I was established 
by the federal government to provide funding to local school districts to improve the academic 
achievement of disadvantaged students. “Disadvantaged” students are defined by the 
legislation as students who come from low-income families. The two largest percentages of free 
and reduced lunch recipients are from J.D. Parker (75.56%) and Port Salerno Elementary 
(62.27%). 

3. The athletic fields used by Port Salerno Elementary and Port Salerno Boys and Girls Club are 
adjacent to the rail corridor.  Analysis of the noise and vibration impacts are missing from the 
Draft Environmental Impact Statement (DEIS). 

 
Port Salerno Elementary and Boys & Girls Club 
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4. The playground for the Hobe Sound Early Learning Center is adjacent to the rail corridor. The 
majority of the students at the school receive free or reduced tuition.  Analysis of the noise and 
vibration impacts are missing from the DEIS. 

 
Hobe Sound Early Learning Center 

5. Analysis of Impacts to Small Business Owners is missing from DEIS. There are many small 
businesses, located within Community Redevelopment Areas (CRAs), which will be significantly 
impacted including the historic Pettway Market that is owned and operated by the Pettway 
family in Hobe Sound. 

6. Labor Force Mobility within the CRAs, where residents walk or bike to work, was not considered 

7. Impacts to the limited English speaking population in the Golden Gate CRA are not addressed. 

8. The impact of increased noise and vibration on elderly residents was not addressed.  

9. Martin County minority populations are not addressed in DEIS. East Stuart is the only minority 
area identified in Figure 5-1f in Appendix 4.4.2-A_Minority-Populations. 

10. Martin County poverty populations are not addressed. East Stuart is the only poverty 
population identified in Figure 5-2f in Appendix 4.4.2-B_Poverty Populations. 

11. A sealed corridor will direct pedestrians to cross the tracks at grade crossings.  At the 10 
crossings where there are no pedestrian facilities (see Exhibit A), people will be forced to walk 
across the rail in the roadway with vehicle traffic if not provided. 

Hobe Sound Early Learning Center 
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Family Crossing Tracks in Roadway after Trip to Pettway Market (No Pedestrian Facilities)  

 

 
Skateboarder Crossing Tracks in Roadway (No Pedestrian Facilities) 

END OF SIDEWALK 
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Bicyclists in Jonathan Dickenson State Park (No Pedestrian Facilities) 

12. Additional information is needed on the seven locations, listed on page 3-36 of the DEIS, where 
the curvature of the rail will be reduced to allow higher operating speeds. Reducing the 
curvature may reduce the vegetative buffer.  The buffer in the vicinity of Cove Road separates 
the rail from the Manatee Creek Neighborhood Park. 

 
Manatee Creek Neighborhood Park adjacent to FEC Corridor 
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Community Redevelopment Areas  

1. The FEC corridor bisects 5 (five) Community Redevelopment Areas (CRAs) that are not 
identified in the DEIS (see Exhibit M - Environmental Justice and Title 1 Schools Map). 

2. The effect of railroad traffic, noise, and vibration in the County’s five affected CRAs revealed 
distinct characteristics that show a negative deviation and disproportionate representation 
when compared to a County wide datum (see Exhibit N – Martin County Community 
Redevelopment Area Report). 

3. The Old Palm City CRA is not located near the FEC corridor, but waterfront property owners and 
residents using the Leighton Park boat ramp must pass through the St. Lucie River Railroad 
Bridge to access the Intracoastal Waterway and the St. Lucie Inlet.  The Martin County Property 
Appraiser is still evaluating the impact the increased rail bridge closures will have on Palm City 
property values. 

 
4. Under Florida law (Chapter 163, Part III), local governments are able to designate areas as 

Community Redevelopment Areas when certain conditions exist. Examples of conditions that 
can support the creation of a CRA include, but are not limited to: the presence of substandard 
or inadequate structures, a shortage of affordable housing, inadequate infrastructure, 
insufficient roadways, and inadequate parking. To document that the required conditions exist, 
the local government must survey the proposed redevelopment area and prepare a Finding of 
Necessity. If the Finding of Necessity determines that the required conditions exist, the local 
government may create a Community Redevelopment Area to provide the tools needed to 
foster and support redevelopment of the targeted area. 
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5. CRAs utilize tax increment financing (TIF) to fund capital improvements and redevelopment 
activities. The dollar value of all real property in the CRA is determined as of a fixed date, also 
known as the “frozen value.” Taxing authorities, who contribute to the tax increment, continue 
to receive property tax revenues based on the frozen value. These frozen value revenues are 
available for general government purposes. However, any tax revenues from increases in real 
property value, referred to as “increment,” are deposited into the CRA Trust Fund and 
dedicated to the redevelopment area. If property values adjacent to the rail corridor decline, 
the funding available for redevelopment will be reduced or eliminated.  

6. The potential impacts on property values within the CRA’s are analyzed in Exhibit N - Martin 
County Community Redevelopment Area Report.  The analysis reveals that the passenger rail 
project may reduce property values within the buffer areas. 

              
Salerno CRA Residence   Salerno CRA Small Business 

7. Primary modes of transportation in the CRAs are walking and bicycles.  

 
Landscape Business Adjacent to FEC Corridor in Golden Gate 
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There are several well-worn pedestrian paths across the rail corridor between destinations.  

 
Path between Golden Gate Neighborhood and Walmart 

      
Path between Hobe Sound Boys and Girl Club and Bible College 

 

8. The DEIS did not consider negative impacts to small businesses along the rail corridor in the 
CRAs. 

  

Hobe Sound Bible 

College 
Hobe Sound  

Boys and Girls Club 
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Fiscal and Economic Impact 

1. Frequency of maintenance on Class VI grade crossings was not addressed in the Draft 
Environmental Impact Statement (DEIS). 

2. Crossing rehabilitation costs have been escalating and are not competitively bid.  The DEIS does 
not address the additional cost to maintain the new facilities and 90% plans have not been 
provided in order for Martin County to evaluate impacts. 

3. Crossing agreements are outdated and overburden the tax payer.  Martin County requests that 
FEC renegotiate all grade crossing agreements. 

4. If AAF defaults on loan, FEC gets windfall of double track without the risk. 

5. Negative impacts to Marine Industries and Tourism were not adequately addressed. 

6. The DEIS (Page 4-113) uses a study conducted in 1995 in Martin and St. Lucie Counties to 
demonstrate that between the two counties, fishing in the Indian River Lagoon contributes 
$82.1 million dollars, with boating adding an additional $12.4 million.  There is no mention that, 
in Martin County alone, it is estimated the marine industry alone has a yearly impact of over 
$500 million dollars and supports more than five thousand jobs according to data provided by 
the Martin Business Development Board, which is readily available.  

7. Reduced property values were not addressed.  The Martin County Property Appraiser provided 
the following data to the Realtor Association of Martin County to help them determine the 
impact of the project on property values (See Exhibit O – Letter from Realtor Association of 
Martin County).  There are 2,826 properties within the 400 foot buffer; 7,337 properties within 
the 1,000 foot buffer and 3,566 waterfront properties west of the St. Lucie River Rail Bridge. 

8. Reduced home sales along corridor were not addressed. 

9. Financial impact to Community Redevelopment Area Taxed Increment Financing (CRA TIF) and 
small businesses was not addressed. 

10. If County and/or cities request Quiet Zones, liability would transfer to tax payers through 
revised Agreements. 
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Demographics 

Population 
Table 4.4.1-1 on Page 4-104 does not list the City of Stuart as being crossed by the project. 

Minority Population (Page 4-108) 
The Draft Environmental Impact Statement (DEIS) report uses data from the American Community 
Survey (ACS), 2007-2011, 5-year estimates.  The ACS is a survey of a small percentage of the 
population each year.  The ACS is a 5 year estimate.  The 2010 Census data were available at the time 
data was collected (accessed August 13, 2013), which would have provided better detail than the 
ACS.  Given that AAF will run through five Community Redevelopment Areas (CRAs) with higher 
concentrations of minority, the 2010 Census data should be used for accuracy.  

Low income population (Page 4-109)   
The DEIS uses data from the ACS, 2006-2010 5-year estimates.  The 2010 Census would have 
provided a much clearer picture of poverty.  Given that AAF will run through five CRAs with higher 
concentrations of minority and low-income, the 2010 Census data should be used for accuracy.   As 
well, using this specific five year average (2006-2010) would skew the numbers further, as the 
economy took a tremendous turn in that five year period. 

Labor force (Page 4-112) 
 
See comments above.  Data was taken from the 2007-2011 5-year ACS, accessed August 13, 2013.  
This is not the best available data and not professionally acceptable. Also, the time period that is 
average is during the economic downtown. 

Marine Industry (Page 4-113) 
The DEIS uses a study conducted in 1995 in Martin and St. Lucie Counties to demonstrate that 
between the two counties, fishing in the Indian River Lagoon contributes $82.1 million dollars, with 
boating adding an additional $12.4 million.  There is no mention that, in Martin County alone, it is 
estimated the marine industry alone has a yearly impact of over $500 million dollars and supports 
more than five thousand jobs according to data provided by the Martin Business Development Board 
readily available.  
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Consistency with Comprehensive Growth Management Plan (CGMP) 

On Page 5-3 the DEIS states: 

“Martin County discusses the many positive effects of higher speed rail on transportation systems in 
its Comprehensive Growth Management Plan (Martin County, Division of Community Planning 
2013). One of the goals of the County is to develop and implement a transportation network that is 
coordinated and consistent with municipal, county, regional, state, and federal planning programs. 
Martin County desires to plan for comprehensive long‐range transportation needs, including a 
Florida higher speed railway. The County further desires to collaborate with the Florida High Speed 
Rail Authority (FHSRA) and a rail service provider to establish service between Martin County and 
nearby major regional hubs such as Port St. Lucie, Palm Beach County, and points beyond. The N‐S 
Corridor would be consistent with Martin County planning goals and objectives.” 

In Section 5.3.D.1, the Martin CGMP states: 

The frequency and length of freight trains on the main Florida East Coast Railway corridor are 
significant physical barriers that impede the level of service on most major roadways. Delays are 
usually due to long trains and track repairs. 

In the Goals, Objectives and Policies of the Martin CGMP, the following two policies address passenger 
rail. 

Policy 5.5E.2. Encourage passenger rail service. The County should encourage passenger rail service 
to Indiantown and Stuart, including Amtrak and Tri-rail, and shall explore all possible financial and 
political means to implement this policy.  

Policy 5.5E.3. Encourage commuter and intercity rail. The County shall continue to participate with 
state, regional and local agencies to encourage the establishment of commuter rail and intercity 
travel in Martin County. 

All Aboard Florida does nothing to implement these policies since there are no stops in Martin County 
to establish commuter and intercity travel. 
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Attachments 

 

Exhibit Description 

A. Martin County Pedestrian Crossings 

B. Annual Average Daily Traffic (AADT) at FEC Crossings 

C. Vessel Traffic Data, Taylor Engineering, Inc. 

D. Letter from McCulley Marine Services, Inc. dated March 12, 2014 

E. Martin County Conservation Lands Map  

F. East Coast Greenway Corridor Alignment 

G. Johnathan Dickenson State Park Land Use Plan 

H. Martin County Barded Scrub Jays Map 

I. Scrub Habitat and Scrub Jay Points Map 

J. East Coast Greenway Seabranch State Park – Gopher Tortoise Burrow Locations 

K1. Florida Scrub Jay Survey, CR-A1A / Dixie Highway Bike Lanes 

K2. Florida Scrub Jay Survey, Jonathan Dickenson State Park  

L. Florida Land Use and Cover Classification System (FLUCCS) Map 

M. Environmental Justice and Title I Schools Map 

N. Martin County Community Redevelopment Area Report 

O. Letter from Realtor Association of Martin County dated November 13, 2014 

P Letter from Florida Department of Environmental Protection dated Nov. 24, 2014 

Q Endangered Florida Perforate Cladonia (Reindeer Lichen) 

R Endangered Mycteria Americana (Wood Stork) 

S Jonathan Dickenson State Park Management Plan , Pages 46 - 55 
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MILE
POST

FEET LOCATION AADT

280 4653 SE COUNTY LINE ROAD 2,580                     

J DICKENSON PARK

274 3014 SE GLEASON STREET n/a

274 343 SE BRIDGE ROAD 8,072                     

272 3434 SE PETTWAY STREET n/a

271 2106 SE CROSS RIP STREET 2,455                     

270 4697 SE OSPREY STREET 1,882                     

268 3364 SE DIXIE HIGHWAY 5,692                     

267 747 SE COVE RD 12,095                   

266 4043 SE BROWARD STREET n/a

266 2943 SE SALERNO RD                                                                               7,365 

266 2427 SE SEAWARD STREET n/a

264 2081 SE INDIAN STREET 21,523                   

SE MONTEREY ROAD 23,391                   

SE DIXIE HIGHWAY 5,796                     

SE FLORIDA STREET n/a

SE DR. MARTIN LUTHER KING, JR. BOULEVARD n/a

261 3322 S COLORARO AVE 11,918                   

SW ST. LUCIE AVENUE n/a

NW FERN STREET n/a

260 145 NE ALICE STREET n/a

256 4094 NE DIXIE HIGHWAY                      5,330 

257 1804 NE PALMETTO AVENUE n/a

OCEAN BREEZE

NE JENSEN BEACH BOULEVARD 20,384                   

NE 1ST STREET n/a

255 2680 NE SKYLINE DRIVE 1,952                     

255 1593 NE COUNTY LINE ROAD n/a
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St. Lucie River Railroad Bridge Boat Count Project 

Project Summary 

Introduction 

 The Martin County Board of County Commissioners seeks to better understand the level of 

boating traffic at and around the St. Lucie River Railroad Bridge. The impetus for this derives from a plan 

by All Aboard Florida – Operations LLC (AAF) to develop passenger rail traffic between south Florida and 

Orlando. Impacts from this project include a projected additional 32 trains (made up of both 

northbound and southbound trains) crossing the St. Lucie River daily. These trips will result in additional 

bridge closings and subsequent impacts to navigation. The St. Lucie River Railroad Bridge Boat Count 

Project (Project) seeks to accurately count the number of boats passing through the bridge during 

daylight hours. The project is also collecting ancillary data associated with bridge operations. 

 

Equipment 

 The Project involves collecting and analyzing time lapse 

video of the St. Lucie River Railroad Bridge opening during daylight 

hours over a one year period. The centerpiece of the video system 

is a Brinno TLC 200 TimeLapse HD Video Camera (Figure 1). The 

relatively inexpensive camera is powered by 4 standard AA 

batteries and records data directly to removable SD format memory 

cards (32 GB max). Table 1 displays customized settings applied 

throughout the Project after some 

minor experimentation early in the 

process. The capture rate defines how 

frequently the camera records a 

frame of video – in this case every 20 

seconds. The capture rate was first 

estimated based on the camera positions and expected vessel speed through the field of view. Trial and 

error during the initial deployment confirmed that 20 seconds is the appropriate value. The camera 

automatically stitches sequential images together to produce an AVI format video file. All data are 

Figure 1. Brinno TLC 200 TimeLapse HD 
Video Camera inside ATH110 Weather 
Resistant Housing 

Table 1. Standard Camera Settings 

Parameter Setting 

Capture Rate 20 seconds 

AVI Frame Rate 5 fps 

Band Filter None 

LED Display On 

Output Resolution 1280x720 pixels 

Time & Date Set On 

Low Light Off 

Time Stamp On 

Image Quality Best 

Firmware V 1.00.0 and V 1.02.3 
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stored on the 32 GB SD card. The combination of capture rate, 4 AA batteries, and 32 GB of storage yield 

an average deployment of approximately 32 days. 

  Each camera was protected by a double layer of 

weather resistant housing. The first layer involved placing the 

camera inside an ATH110 Weather Resistant Housing (Figure 

1). Next, the Project team developed a custom housing made 

from standard 4” PVC fittings to provide additional protection 

from the elements and to facilitate mounting (Figure 2).  The 

combined weather protection has provided excellent results 

to date.  

 The Project deploys 2 cameras with slightly different 

orientations to capture boat traffic. The cameras are installed 

on the former Dixie Highway Bridge immediately west of the railroad bridge location (Figure 3). Each 

PVC housing is secured to a bridge pile via two hose camps (Figure 4). The external housings have been 

painted to blend with the piles in an effort to deter vandalism.  

 

Figure 3. Camera positions relative to bridge 

 

Maintenance 

 On average every 28 to 32 days, a Project field team services the cameras. Arriving by boat, the 

field team first secures the boat to the pile, loosens the top hose camp, and moves the PVC housing to 

the boat. There they remove the camera from the two housings, install 4 fresh AA batteries, and swap 

Figure 2. Custom 4" PVC housing 
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out the SD memory card with a newly formatted blank card. 

They confirm that the camera operated correctly by checking 

that the SD card contains recorded data. The field team 

recalibrates the camera’s internal date and time, examines 

the camera’s lens and internal housing for any signs of 

clouding (treating with Rain-X when warranted), and begins 

recording video. They replace the camera in the housings 

and return the housing to the channel marker pile ensuring 

the correct field of view is maintained. The same procedure 

then occurs at the second camera. Finally, before leaving the 

scene, the field crew runs the boat through a slow back and 

forth pattern within the cameras’ field of view. This portion 

of the video provides a reference for video processors since 

the dimensions of the field crew’s boat are known. 

 

Video Processing 

 With the SD memory cards in hand, a quick quality 

control procedure occurs. The check involves opening each file 

to identify the timestamp associated with the first frame of the video. The file is subsequently renamed 

to help identify the location and time period associated with the data. An example of the filename 

convention is: 

“CC_YYYY-MM-DD_HHMMSS.AVI” 

where CC differentiates the two cameras (C4 or C5), YYYY-MM-DD is the year, month, and day 

associated with the first frame of the video (e.g., 2014-06-08), and HHMMSS is the time stamp of the 

first frame (e.g., 062152  06 = hour (24 hr clock), 21 = minutes, and 52 = seconds).  

 Video processing results in vessel data entry into a spreadsheet. Reviewers proceed frame-by-

frame through the videos and record an entry for each boat observed. Jet skis, kayaks, and 

paddleboards, as well as boats not passing through the draw span of the bridge are ignored. Entries 

include the date/time, direction of travel, and a visual assessment of whether the boat could pass under 

the bridge when closed. On heavy traffic days, determining the sequence of boats passing through the 

bridge requires careful processing as multiple vessels can appear in a single frame.  

 In addition to the boat data, the cameras also record bridge operations. At each bridge closure, 

reviewers record the date/time stamps of a) the first movement of bridge closure, b) the first frame 

showing the passing train (if any), c) the last frame of the passing train (if any), and d) the first frame of 

the bridge opening. Both the opening and closing operations consistently run between 80 and 100 

seconds (assumed average of 90 seconds). In some instances, the bridge will close without a train 

crossing. These closures appear to facilitate maintenance operations on the bridge.  

 Finally, the cameras are set to operate during daylight hours. Each day as the sun sets, the 

cameras enter sleep mode to conserve both battery power and memory space. Tests activating the low 

light function of the camera during evening hours proved ineffective. Often when the camera either 

Figure 4. Installed camera housing 
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enters or comes out of sleep mode the bridge is in the down position. Reviewers record only observed 

data, so the beginning bridge motion (at dawn) or ending bridge motion (at dusk) may not be visible on 

the video and are therefore omitted from the spreadsheet. Such entries include a note describing the 

scene. 

 

Data Processing 

 Periodically, the raw data are transferred to a master spreadsheet for further processing and 

statistical analysis. The master spreadsheet contains the entire vessel and bridge operation record. The 

spreadsheet calculates a variety of summary statistics for the period of record including the number of 

boats for each hour of the day for all days in the record. Several histograms present data on the 

distribution of boats by hour, by direction, and by ability to pass the bridge when closed. Taylor 

Engineering provides a summary report to Martin County monthly.  
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Summary Statistics 

The summary statistics presented below cover the period from June 12, 2014 to August 31, 2014. All 

data represent daylight hours only. During this period reviewers have counted 19,756 boats. 

Month Days 

Total 
Boats 

Counted 

Average 
Boats 

per Day  

 

 
 

       
Jun-14 19 5204 273.9          
Jul-14 31 7091 228.7          

Aug-14 31 7461 240.7          
 

  
   
   
   
   
   
   

     
 

 
 

       

Day of 
Week 

Total 
Boats 

Counted Count 

Average 
Boats 

Counted      

 

   
Sun 6638 12 553.2           
Mon 1232 11 112.0           
Tues 1156 11 105.1           
Wed 1148 11 104.4           
Thurs 1381 12 115.1           

Fri 2780 12 231.7           
Sat 5421 12 451.8           

 19756            
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     McCulley Marine Services, Inc. 
2309 N. Old Dixie Hwy.  Phone 772.489.6069 
Fort Pierce, FL 34946 The Artificial Reef Builders 

 
Fax 772.460.9701 

March 12, 2014 
 
Rear Admiral John H. Korn 
Commander 
Seventh Coast Guard District 
 
RE:  Complaint – Florida East Coast Railroad Bridge, mile 7.4 at Stuart, FL 
 
Dear Sir, 

 McCulley Marine Services, Inc. believes that the intended schedule of the All Aboard 
Florida rail service over the Florida East Coast Railroad Bridge, mile 7.4 at Stuart, FL will 
unreasonably obstruct the free navigation of the Okeechobee Waterway.  Therefore this is a 
formal complaint according to 33 CFR 116.05. 

 At a rate of two trains per hour and at least 16 minutes of closure per train (per 33 
CFR 117.317), the bridge will remain closed for a minimum of 32 minutes per hour.  This is 
only inclusive of the All Aboard Florida rail service.  The bridge will also continue to serve 
freight service as well, perhaps one to two additional trains in a given hour.  Current 
estimates indicate the bridge will be open less than 20 minutes per hour.  This presents a 
number of problems.   

 For one, the time the bridge is open may not be sufficient to allow accumulated 
traffic to clear before the next closure.  Two-way traffic through the bridge during the short 
periods of navigability will present a hazard to navigation.  Vessel operators will use 
excessive speeds, and will ignore rules of the road in order to get through.  Accidents will 
occur. 

 Secondly, the geography of the location presents additional hazards.  The Florida 
East Coast Railroad Bridge and the Roosevelt Bridge both share mile marker 7.4.  These 
bridges are only 200 feet apart and are offset by more than ten degrees.  A tug and tow 
making the passage must wait for ideal tidal conditions, specifically slack tide, in order to 
pass safely.  Slack tide conditions allow for only a twenty minute window, four times per 
day.  The anticipated schedule for the rail service may make the bridge impassable to a tug 
and tow.  This would be in violation of the bridge’s permit and is a violation of 33 U.S. Code 
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§ 512, which reads “No bridge shall at any time unreasonably obstruct the free navigation 
of any navigable waters of the United States.” 

 An obstruction of the Okeechobee waterway has far reaching consequences.  The 
OWW is a vital link between the Atlantic and Gulf Coasts.  This artery connects the M-95 
and M-10 Marine Highway Corridors and the Atlantic Intracoastal Waterway and Gulf 
Intracoastal Waterway.  Going around the Florida Peninsula instead of crossing it adds over 
three hundred miles to a vessel’s voyage.  This waterway also reduces congestion and 
bridge openings on the southern Atlantic Intracoastal Waterway by providing an additional 
route from one side of the state to other.   

 In closing, we believe it is in best interest of the maritime community, that the All 
Aboard Florida Rail Service not utilize the existing Florida East Coast Railroad Bridge.  It 
would represent a hazard to navigation, an obstruction to navigation, and an impediment 
to commerce in violation of the U.S. Code. 

 
Respectfully, 
 
 
John W. McCulley 
President 
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CR A1A/ SE DIXIE HIGHWAY BIKE LANES

Martin County, Florida

FLORIDA SCRUB-JAY SURVEY
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FLORIDA SCRUB-JAY SURVEY

(APHELOCOMA COERULESCENS COERULESCENS)

MARTIN COUNTY BOARD OF COUNTY COMMISSIONERS

S. E. DIXIE HIGHWAY BIKE LANES

FM NUMBER 431649-1-58-01

1.00 INTRODUCTION

The following Florida Scrub-Jay Survey of the SE Dixie Highway Bike Lanes project site

was conducted by Hobe Sound Environmental Consultants, Inc. (HSE).  The project corridor is

approximately 4380 linear feet and runs from US 1 to Saturn Street, Hobe Sound, Section 6 & 7,

Township 39S, Range 42E, Martin County, Florida (Latitude: 27°02'45.014" and Longitude:-

80°07'11.524") (Figures 1,2 and 3 of 10) The project scope consists of the widening of CR A1A /

SE Dixie Highway from 10 to 12 feet, to provide 5-foot wide on-road bike lanes on each side of the

road. The project will also include associated activities including: clearing / excavating: new road

base; new asphalt paving: signing and pavement marking; new bahia sod at disturbed areas /erosion

control; and maintenance of traffic. The project will be completed within the existing Martin County

right-of-way (ROW).

 

The property  corridor is dominated by disturbed land, residential and commercial property,

roadways and upland scrub.  The most common species  that were located  within the Corridor were:

sand live oak (Quercus geminata) and sand pine (Pinus clausa). Dominant understory vegetation

includes myrtle oak (Quercus myrtifolia), runner oak (Quercus minima), Chapman’s oak (Quercus

chapmanii), scrub hickory (Carya floridana), tallowwood (Ximenia americana), saw palmetto

(Serona repens), and rosemary (Ceratiola ericoides).  Groundcover is sparse with many open sandy

areas  and includes day flower (Commelina erecta), gopher apple (Lucania michauxii), prickly-pear

cactus (Opuntia humifusa), sand spike-moss (Selaginella arenicola), giant wild pine (Tillandsia

utriculata) and lichen (Cladonia prostrata).  Adjacent properties include The Hobe Sound National
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Wildlife Refuge, Florida East Coast Railroad right-of -way, commercial / residential properties and

the South Martin Regional Utility. HSE was retained by Martin County to conduct a Florida scrub

jay (Aphelocoma coerulescens  coerulescens) survey on the project site since a small amount of

Florida scrub jay habitat is located within the project boundaries and large amounts of habitat exist

on adjacent properties, mostly to the west and south.  This report documents the methodologies and

results of the Florida scrub-jay survey that HSE biologists conducted from 03 through 07 September

and 30 September 2012, within the project right-of-way.

2.00 METHODOLOGIES

2.01 Objectives

HSE conducted a systematic survey for the presence of the Florida scrub-jay

according to protocol set forth in Ecological and Development-Related Habitat

Requirements of the Florida Scrub Jay (Aphelocoma coerulescens coerulescens), Non-Game

Wildlife Program Technical Report #8, Office of Environmental Services, Florida Game and

Fresh Water Fish Commission (now known as Florida Fish and Wildlife Conservation

Commission (FFWCC)], April 1991 and U.S. Fish and Wildlife Service (USFWS) Florida

Scrub-Jay General Survey Guidelines and Protocols (updated 08/24/2007).

2.02 Methodology

HSE biologists established one (1) transect along the project corridor (Figures 4, 5
and 6 of 10) within the boundaries of the subject property.

• Biologists played Florida scrub-jay calls at a total of sixteen (16) playback
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stations located along the corridor, transect #1. The call stations were spaced
approximately 300 feet apart ( ±100 meters). (Figures 4, 5 and 6 of 10).

• At each playback station, biologists played scrub- jay territorial scolds,
including the female “hiccup” call, for not less than one (1) minute in all four
directions of a compass. The vocalizations were obtained from Macaulay
Library, Cornell Lab of Ornithology, 159 Sapsucker Rd. Ithaca, NY 14850.

• The calls were played on a high-quality, hand-held compact disc (CD) player
and broadcast at full volume.

• The scrub-jay survey was conducted for five (5) days from 03 through 07
September 2012. See Appendix A for Florida scrub-jay data sheets.

• The surveys were conducted on calm, clear days. Surveys were not
conducted in winds stronger than a moderate breeze (5-8 mph) or in mist or
fog, or in precipitation exceeding a light mist or intermittent drizzle.

• The survey was conducted in the fall (September). The surveys began
approximately one (1) hour after sunrise, and were terminated prior to
midday (refer to Appendix A, Florida scrub-jay Survey Data Sheets).

• Scrub-jay habitat types (I, II or III) were mapped and are depicted in Figure
7 of 10.

.

• Scrub-jay field data sheets were completed by HSE biologists at each call
station and are attached as Appendix  A.

• Biologists traversed the transect by foot and car.
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• Observed scrub-jay locations on-site were recorded with a hand held GPS
unit and mapped.

 • HSE biologists mapped the on-site vegetation using the Florida Land Use,
Cover and Forms Classification System (FLUCFCS), January 1999, State of
Florida, Department of Transportation, Surveying and Mapping. (Appendix -
B).

 

• The project site soils were mapped according to the Soil Survey of Martin
County Area, Florida, Soil Conservation Service, April 1981.     

                                                                                                                                                            
3.00 RESULTS

3.01 Scrub-jay Observations

     A total of two (2) scrub-jays were observed adjacent to the project site boundaries.

Scrub-jays responded to calls at stations two (2) and seven (7) (Figure 8 of 10).  The adult

male at station two (2) was perched in a live oak tree and had an acorn in his mouth.  The

bird flew into the call station from the east and exited to the east.  The property to the east

is the Hobe Sound National Wildlife Refuge.  The area is upland scrub and is Type I scrub-

jay habitat. Some of the area to the east is an old borrow pit which is converting back to

upland scrub with an abundance of open white sand areas.  The second scrub-jay was

observed at call station seven (7).   This was an adult male which flew in to the call station

from the west and perched in a dead tree, preened itself and then exited to the west.  The land

to the west of Dixie Highway in this area is upland scrub and is part of the Hobe Sound

National Wildlife Refuge.  The upland scrub is scrub-jay Type I habitat.   Neither bird stayed

in the area for very long and seemed to be more transient than  territorial.   HSE was unable

to identify any bands on the birds, since their stays were too short in duration.   No females

or juvenile scrub-jays 
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were observed during the six (6) day survey.  No nests were observed on-site and no

scrub-jay nest building behavior was observed.  There are approximately 0.20± acres of

Type I scrub-jay habitat within the project corridor ( Figure 7 of 10).

3.02 Vegetation (FLUCFCS)

3.02.1 General

The project site is dominated by disturbed right-of-way along Dixie Highway

with upland scrub mainly located in the southern portion of the project site.

Associations present on-site were mapped using Level II and III of FLUCFCS.  The

classifications used represent the closest facsimile possible to the natural

communities present on-site.  The FLUCFCS maps can be found as Appendix - B,

Figures 1-15 of 15. Classifications depicted on the FLUCFCS Maps are described

below. 

 3.02.2 Vegetation Associations

3.02.2.1 111 - Residential (+/- 0.10 acres)

This designation represents the existing fixed single family units
located along Dixie Highway within the project site. 

3.02.2.2 140 - Commercial & Services (+/- 0.05 acres)

This designation represents the existing commercial buildings located
along Dixie Highway within the project site.
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3.02.2.3 436  - Upland scrub (+/- 0.20 acres)

This community type represents a conglomeration of species found
in the upland scrub . This community does not have one predominant species.
Upland scrub is a protected environment that may consist of fauna and flora
that are endangered and/or threatened. The most common species  that were
located  within the Corridor were: sand live oak (Quercus geminata) and
sand pine (Pinus clausa). Dominant understory vegetation includes myrtle
oak (Quercus myrtifolia), runner oak (Quercus minima), Chapman’s oak
(Quercus chapmanii), scrub hickory (Carya floridana), tallowwood (Ximenia
americana), saw palmetto (Serona repens), and rosemary (Ceratiola
ericoides).  Groundcover is sparse with many open sandy areas  and includes
day flower (Commelina erecta), gopher apple (Lucania michauxii), prickly-
pear cactus (Opuntia humifusa), sand spike-moss (Selaginella arenicola),
giant wild pine (Tillandsia utriculata) and lichen (Cladonia prostrata). 

3.02.2.4 740 - Disturbed land (+/- 3.71 acres)

This area is the dominant community within the project site.
It ranges from  maintained  right-of-way to open sand along Dixie Highway.
This area  has been previously been cleared of canopy and shrub species and
is now dominated by open sand and  herbaceous groundcover with few trees.
The main species that make up this community are bahia grass (Paspalum
notatum), Brazilian pepper (Schinus terebinthifolius), cabbage palm (Sabal
palmetto), and saw palmetto.

3.02.2.5 814 - Roads & Highways (+/- 0.27 acres)

This area represents driveways and roads that are located within the
project site boundaries.

                                                                                                                                                            
                         3.02.3  Native Vegetation

Approximately 0.20 acres of native upland scrub habitat exists on-site (Type

I scrub-jay habitat). According to Florida Natural Areas Inventory (FNAI), the native

upland scrub that exists on site  has a FNAI state rank of S2 and a FNAI global rank

of G2. FNAI defines the S2 designation as “Imperiled in Florida because of rarity
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or because of vulnerability to extinction due to some natural or man-made factor.”

FNAI defines the G2 designation as “ Imperiled globally because of rarity or

because of vulnerability to extinction due to some natural or man-made factor.”

According to Section 9.4.A.9.c of the Martin County Growth Management Plan,

these plants will be protected and/or relocated on-site

3.03 Soils

The United States Department of Agriculture(USDA),Soil Conservation Service   

(SCS), has mapped the surficial soil types within the project site.  The resulting soil

delineations were published in the Soil Survey of Martin County Area, Florida, April 1981.

SCS soil types are mapped on Figure 9 of 10.

Detailed and complete descriptions of each of these soil communities are presented

in the Martin County Soil Survey, and therefore not included herein.  However, a general

description of the soils is included in Table 1.  This table also represents physical properties

and degree of limitation of various soil types mapped, as excerpted from the SCS published

data.

Soil types mapped by the SCS are generally limited to the upper 60 to 72 inches of

the soil profile and are distinguished by several factors.  These factors include soil drainage,

topography, presence or absence of restrictive or clayey hardpan type soils and the depth and

range in fluctuation of the groundwater table associated with each soil type.  SCS soil

classifications are considered good early indicators and a reasonable.
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Table 1. Soil Descriptions*.

Soil Name
and Map
Number

Brief Soil Description

Seasonal High
Water Table Permeability

Rate

Degree and Kind of
Limitation

Hydrologic

Group

Martin
County
Hydric

Soil

Depth 

(ft.)

Duration

(mos.) 

Depth 

(in.)

Rate

 (in/hr)

Dwelling
without

basement

Aquifer fed
excavated

Ponds (water
mgmt)

Paola sand, 0 to 8
percent slopes

(6)

This nearly level to sloping soil is
excessively drained. It is on the coastal
ridge and isolated knolls in coastal areas.
Areas are many hundreds of acres in size.
Slopes are smooth to convex

> 6.0 - 0 - 32

32-80

> 20

> 20

Slight Severe: no water A No

Paola sand, 8 to
20 percent slopes

(14)

This strongly sloping to moderately steep
soil is excessively drained. It is on the
coastal ridge. Areas range from about 10
to 100 acres. Slopes are single or
complex.

> 6.0 - 0 - 35

35 - 80

> 20

> 20

Moderate:
slope

Severe: no water A No
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3.04 Topography

According to the USGS 7.5 Minute Series Topographic Map, Gomez Quadrangle,

site elevation is approximately 26'  NGVD.   Figure 10 of 10 depicts the USGS Topographic

Map for the project site.

4.00 CONCLUSIONS

• Two (2) adult Florida scrub-jays were observed south and west of the Dixie Highway
corridor at stations two (2) and seven (7). Both birds flew in from the Hobe Sound
National Wildlife Refuge (Figure 8 of 10).

• No female or juvenile scrub-jays or family units were observed. No scrub-jay nests
were observed in the corridor during the survey.

• Approximately 0.2 acres of Type I scrub-jay habitat exists within the Dixie Highway
corridor. Adjacent scrub-jay habitat exists in the Hobe Sound National Wildlife
Refuge.

• The Florida scrub-jay is listed as Threatened by the State of Florida and by the U.S.
Fish and Wildlife Service.

C There will be no impacts to upland scrub.  Impacts will be avoided by micro-siting
the project. Please refer to Martin County construction drawings to be submitted
under separate cover.

C The proposed project as designed should have no significant impacts on scrub-jays,
since there are only 0.2± acres of upland scrub within the corridor and the road
already exists.

C The Hobe Sound National Wildlife Refuge, which is adjacent to the project, provides
suitable habitat for scrub-jay families, although it is in need of a prescribed burn to
improve scrub-jay habitat. 
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Time Spent on Project 2014

• 28 participants

• 18 volunteers (144 hours)

• 6 staff (86 hours)

• 4 AmeriCorps (25 hours)

• 255 hours total

THANK YOU!!!



Big Picture
All Years

Year # points Families Adults Juveniles Total
Birds / 

Family
Juveniles / 

Family

2007 39 12 29 6 35 2.92 0.50

2008 44 15 36 10 46 3.07 0.67

2009 125 22 55 5 60 2.73 0.23

2010 74 16 40 13 53 3.31 0.81

2011 128 18 42 14 56 3.11 0.78

2012 128 16 33 4 38 2.17 0.24

2013 157 14 35 3 38 2.71 0.21

2014 167 16 33 11 44 2.75 0.69

Very wet winter

Very dry winter
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Big Picture
All Years

Year # points Families Adults Juveniles Total
Birds / 

Family
Juveniles / 

Family

2007 39 12 29 6 35 2.92 0.50

2008 44 15 36 10 46 3.07 0.67

2009 125 22 55 5 60 2.73 0.23

2010 74 16 40 13 53 3.31 0.81

2011 128 18 42 14 56 3.11 0.78

2012 128 16 33 4 38 2.17 0.24

2013 157 14 35 3 38 2.71 0.21

2014 167 17 33 11 44 2.58 0.65

Very wet winter

Very dry winter



Major Findings

• Good number of juveniles (11)!!!!!

• Best look at LORAN Tower birds yet!!!!!!

• More territory occupied than previous years 
(LORAN Tower and Pine Grove)!!!!!

• Some missing birds? Where do they go?

Year
Acres 
Surveyed

Acres 
Occupied 
by SJ

% Acres 
Occupied

2014 1109 478 43%
2013 994 358 36%
2012 949 298 31%
2011 939 364 39%
2010 758 288 38%
2009 796 308 39%
2008 196 178 91%
2007 119 119 100%



 -
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Some jobs to do!

• Take picture of group!

• New traps (again)!

• Data entry
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Excerpted Close-Up of Figure A7 of Appendix 4.1.1-A Existing Land Use Maps 
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MARTIN COUNTY COMMUNITY REDEVELOPMENT AREAS. 

This report sets out comparison findings concerning the potential impacts of the proposed All 
Aboard Florida (AAF) passenger rail project upon Martin County’s adopted Community 
Redevelopment Areas. 

Martin County has seven defined Community Redevelopment Areas (CRA’s). Five of the seven 
CRA’s abut or are bisected by the Florida East Coast (FEC) Railroad, on which the AAF project 
will run. The addition of passenger rail onto the existing primarily freight corridor will cause an 
increase in overall rail traffic. Therefore, the County and its CRA’s will be directly affected by 
increased rail traffic and the potential of more frequent closing of railroad crossings. This 
analysis looks at the potential impacts on the activities of populations within the CRA’s. 

The FEC Railroad passes through five CRA’s, these are (Fig F.I – F.V); 

I. Golden Gate CRA (1 crossing). 
II. Hobe Sound CRA (2 crossings). 

III. Port Salerno CRA (4 crossings). 
IV. Jensen Beach CRA (1 crossing). 
V. Rio CRA (1 crossing).  

This analysis considers the location of the railroad crossings within the CRA’s and the effect that 
additional rail traffic may have. Data sources are taken from The American Community Survey 
(ACS) using the Esri ‘Community Analyst’ Geographic information tool. The tool utilizes five year 
2008-2012 ACS estimates that were collected monthly from January 1, 2008 through December 
31, 2012. 

The analysis pulls out four main factors that will be used to measure and compare levels of 
activity/disadvantage within defined community areas to those experienced in the County as a 
whole. The four factors identified are: 

1. Travel to Work by Walking or Bicycle. 
2. Income to Poverty Level less than 1. 
3. Households (HH) with disabilities. 
4. Persons in receipt of Food Stamps. 

METHODOLOGY 
To provide a comparison for the analysis the four factors outlined above were first extracted on 
a County level.  It was then necessary to determine the most appropriate definition to 
determine the extent and boundaries of the comparison areas. 
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TABLE T.1 Population
Housing 

Units
Population 
% of County

Population 
% within 

Buffer

COUNTY WIDE 146497 78037
GOLDEN GATE CRA 2829 866 1.9%
HOBE SOUND CRA 3470 2153 2.4%
PORT SALERNO CRA 3551 1557 2.4%
JENSEN BEACH CRA 172 182 0.1%
RIO CRA 2204 1474 1.5%
COUNTY WIDE BUFFER* 11811 7121 8.1% 8.1%
GOLDEN GATE BUFFER* 284 79 0.2% 10.0%
HOBE SOUND BUFFER* 945 629 0.6% 27.2%
PORT SALERNO BUFFER* 1545 669 1.1% 43.5%
JENSEN BEACH BUFFER* 172 182 0.1% 100.0%
RIO CRA BUFFER* 1264 756 0.9% 57.4%

The areas selected for this analysis were defined by first setting out the likely range (distance) 
of impact of additional rail traffic. A number of independent studies and reports detail that the 
proximity to a railroad is correlated to certain impacts, both negative (closer to the rail line1) 
and positive (further from the rail line with a passenger stop2). As the proposed AAF project 
does not include passenger stops within Martin County, the analysis utilizes study findings 
related to the impact of additional railroad traffic without the benefit of passenger stops. 
Therefore, using study findings, we have defined a buffer of 1000ft either side of the rail line 
would be an appropriate measure. 

That buffer has then been extended through the unincorporated County along the line of the 
FEC railroad. Only the portions of the CRA’s that are within the buffer limits are extracted for 
comparative analysis.  

ANALYSIS 
Table T.1 shows the relative proportion of population within each CRA, and then within each 
CRA buffer. The County-wide Buffer contains approximately 8.1% of the County population. The 
population of the CRA areas contained within their respective Buffer range from 10% through 
to 100%, and as a whole some 36% of the population of the CRA’s are located within the Buffer 
as it passes through each CRA. From this we are able to confirm that there is a disproportionate 
representation of CRA population when compared to the Countywide Buffer. 

 

                                                           
1 The effect of freight railroad tracks and train activity on residential property values, Robert A. Simons & 
Abdellaziz El Jaouhari, 2004 
2Impacts Of Rail Transit On Property Values, Roderick B. Diaz, Booz ,Allen & Hamilton Inc. Mclean, VA  



 

 

When the four comparative factors are examined (Table T.2), within the County as a whole (County 
Wide), within each CRA and then within each respective Buffer area, some discernable differences 
appear. The majority of factors are above the datum level set for the County. Charts A through D show a 
graphic representation of the various factors. The most consistent factors are those which indicate a 
lower income level; the percentage of people claiming Food Stamps is 6.6% County Wide, this compares 
to high rates in each of the CRA Buffer areas (22.4% in Hobe Sound and 23.9% in Golden Gate). Apart 
from the Rio CRA Buffer and Port Salerno CRA Buffer area each CRA has a significantly higher percentage 
than County Wide (2.3%), that use walking or cycling to travel to work (Hobe Sound 15.1%, Jensen Beach 
13.3% and Golden Gate 11.3%). The lower end of the income to poverty level is higher in the majority of 
CRA Buffer Areas, but more significantly so in the Golden Gate CRA Buffer (45.1%) compared to County 
Wide (12.5%). Port Salerno CRA Buffer identifies that a high proportion of households with disability are 
affected (32.5%) compared to County Wide (25.6%). 

The potential impacts upon Residential property values have also been analyzed. The CRA functions on 
revenue that is generated by increases in property values to fund improvements that are aimed at 
curing blight and poor economic viability. Therefore any decrease in property values has a negative 
effect upon capital investment and economic revitalization of these areas. Table T-3 shows the number 
of residential properties that are affected in each CRA buffer area. Studies1 have shown that additional 
rail traffic can adversely affect property values between 5% and 7% within 750ft of a rail line. In this 
instance the analysis has used residential property within the 1000ft buffer strips in each CRA and has 
applied the lower depreciation rate of 5%.  

 

TABLE T.2
Walk/Cycle to 

Work

Population with 
Income to Poverty 

Level <1
Food Stamps

HH with 
Disability

COUNTY WIDE 2.3% 12.5% 6.6% 25.6%
GOLDEN GATE CRA 7.6% 38.0% 23.8% 20.5%
HOBE SOUND CRA 13.5% 11.7% 13.2% 28.8%
PORT SALERNO CRA 1.5% 22.2% 10.9% 33.5%
JENSEN BEACH CRA 13.3% 17.0% 6.8% 28.2%
RIO CRA 1.0% 8.4% 13.9% 24.3%
COUNTY WIDE BUFFER* 5.1% 14.6% 10.1% 28.7%
GOLDEN GATE BUFFER* 11.3% 45.1% 23.9% 22.5%
HOBE SOUND BUFFER* 15.1% 17.4% 22.4% 26.1%
PORT SALERNO BUFFER* 2.7% 17.6% 8.3% 32.5%
JENSEN BEACH BUFFER* 13.3% 17.0% 6.8% 28.2%
RIO CRA BUFFER* 1.1% 6.9% 17.8% 26.9%



 

 
 
The total potential impact of additional rail traffic may cause, at a minimum, an $28 million reduction in 
residential property values within the CRA buffer area. The effect on the county wide buffer is estimated 
at $90 million depreciation. The effect on Commercial property has not been analyzed. 
 
 
SUMMARY 
The effect of additional railroad traffic, noise and vibration is not easily quantified. However, the analysis 
of the County’s five affected Community Redevelopment Areas has revealed distinct characteristics that 
show a negative deviation and disproportionate representation when compared to a County wide 
datum. So whatever the effect it will be seen more readily to effect these disadvantaged areas than the 
County as a whole. 

Moreover, property values within the buffer areas may also be negatively affected. Any reduction of 
property values within a CRA compromise its ability to address the range of factors analyzed in this 
report and then, as a consequence, perpetuate and consolidate the disparity that has been identified. 

Additional study will need to be undertaken to assess the potential affect upon commercial property 
values and traffic/boat delays at the railroad crossing points including the railway bridge over the St. 
Lucie River between Stuart and Rio. 

 

  

T-3
Housing 

units
Average Value Total value 5% of Value

Golden Gate Buffer 80 $306,250 $24,500,000 $1,225,000
Hobe Sound Buffer 650 $375,174 $243,863,100 $12,193,155
Port Salerno Buffer 674 $185,863 $125,271,662 $6,263,583
Jensen Beach Buffer 189 $213,380 $40,328,820 $2,016,441
Rio Buffer 745 $178,255 $132,799,975 $6,639,999
Total 2338 $242,414 $566,763,557 $28,338,178



Chart A. Comparison of population % that walk or cycle to work

 

 

Chart B. Comparison of population % that has income to poverty level <1

 



Chart C. Comparison of households % with Disability

 

 

Chart D. Comparison of population % in receipt of Food Stamps

  



FIG. I. GOLDEN GATE CRA, RAILROAD CROSSINGS AND BUFFER 

 

 

  



FIG F.II. HOBE SOUND CRA, RAILROAD CROSSINGS AND BUFFER 

 

 

 

 

  



FIG. III. PORT SALERNO CRA, RAILROAD CROSSINGS AND BUFFER 

 

 

 

 

 

  



FIG. IV. JENSEN BEACH CRA, RAILROAD CROSSINGS AND BUFFER 

 

 

  



FIG. V. RIO CRA, RAILROAD CROSSINGS AND BUFFER 
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Treasure coast Legislative Delegation 
 

 

751 SE Port St. Lucie Blvd. 

Port St. Lucie, FL 34984 

(772) 871-7660 

FAX: (772) 871-7662 

 

 

Rep. Debbie Mayfield 

Chair 

 

Rep. gayle harrell 

Vice-Chair 

 

 

Senators 

Denise grimsley 

District 21 

 

Joe Negron 

District 32 

 

Thad Altman 

District 16 

 

 

Representatives 

Gayle Harrell 

District 83 

 

Larry Lee, Jr. 

District 84 

 

MaryLynn Magar 

District 82 

 

Debbie Mayfield 

District 54 

 

Cary Pigman 

District 55 

 

John Winkle, Director 

Federal Railway Administration 

1200 New Jersey Ave, S.E., Room W 38-31 

Washington, D.C. 20590 

Via email: AAF_comments@vhb.com 

  

Re: Draft Environmental Impact Statement on All Aboard Florida 

 

Dear Sir: 

 

The intent of the Draft Environmental Impact Statement (DEIS) regarding 

All Aboard Florida’s (AAF) proposal to provide intercity passenger rail 

service between Miami and Orlando is to disclose all environmental 

effects associated with the project whether they are beneficial or adverse 

and allow the public to comment on them.  Please accept this letter as the 

combined comments of the undersigned Members of the Legislative 

Delegations for Martin County, St. Lucie County and Indian River 

County.   

  

Having read the DEIS, we would like to express our deep concern over the 

findings of the report.  We share the concerns of our fellow citizens of the 

Treasure Coast as they have expressed them to us individually or 

corporately through their elected bodies in Resolutions passed by Martin, 

St. Lucie and Indian River counties, along with the cities of Stuart, Port St. 

Lucie, Fort Pierce, St. Lucie Village and Vero Beach. 

 

It is evident from the DEIS that the AAF proposal to run 16 round trip, 

high speed trains from Miami to Orlando concentrates the public benefit in 

communities where stations are proposed, Miami, Fort Lauderdale, West 

Palm Beach and Orlando, with virtually no public benefits north of Palm 

Beach County.  We also feel that the DEIS does not adequately address 

the specific negative impacts AAF would have on the citizens of the 

Treasure Coast. It minimizes or narrowly touches on the health, safety and 

traffic operations, economic, fiscal, environmental and quality of life 

impacts our residents and local governments will experience as a result of 

the approval of All Aboard Florida. (See attached list.) 

 

The addition of a second track, the straightening of curves and 

modification of bridges by AAF will also significantly increase the 

capacity of the Florida East Coast Railroad to transport freight. We have 

great concerns about the anticipated increase in the number and length of 

mailto:AAF_comments@vhb.com


freight trains that will pass through our communities.  The DEIS estimates that the number of 

trains will increase from 10 to 20 per day by 2019 and the length of each train will increase to 

over 8,100 feet.  The negative impact on vehicular and marine traffic of 52 road and bridge 

closures per day (20 freight and 32 passenger trains) on our communities will be very significant, 

especially given the fact that the AAF tracks run through the downtown sections of several cities 

on the Treasure Coast and cross the St. Lucie River and Loxahatchee River at various locations. 

 

In addition to the above concerns, we question the accuracy of the estimated ridership of 

approximately 3.5 million passengers per year in 2019 and exceed 4 million by 2030. At a time 

when most passenger rail in the United States has to be subsidized by government in order to 

remain operational and has limited ridership, we question the assumption that by 2019 3.5 

million visitors or local residents per year will forgo driving or flying between Miami, Ft. 

Lauderdale or West Palm Beach to Orlando to use AAF.   

 

The undersigned Members of the Martin County, St. Lucie County and Indian River County 

Delegations respectfully request that prior to approving the All Aboard Florida loan or project 

you carefully and specifically address the concerns expressed in this letter as well as those 

presented by local governmental entities and the citizens of the Treasure Coast.  Should AAF be 

unable to ameliorate adequately the specific negative impacts of this project on the citizens of the 

Treasure Coast, we recommend that the loan be denied and the project rejected. 

 

Thank you for your careful consideration of this very important matter. 

 

Sincerely,  

 

 

 

  

Rep. Gayle Harrell, District 83   Sen. Denise Grimsley, District 21 

Martin and St. Lucie County Delegation  Martin and St. Lucie County Delegation   

 

 

 

 

Rep. MaryLynn Magar, District 82   Rep. Larry Lee, Jr., District 84 

Martin County Delegation     St. Lucie County Delegation 

 

 

 

 

 

Rep. Debbie Mayfield, District 54   Sen. Thad Altman, District 16  

St. Lucie and Indian River County Delegation Indian River County Delegation 

 

 

  



Public Health  

According to the DEIS, “the project would have an overall beneficial effect on public health, 

safety and security in the rail corridor.”   

 

We believe this is to be inaccurate regarding the Treasure Coast. 

 Fifty two closures a day will have significant negative impact on emergency vehicles, 

patients and on-call physicians traveling to our communities’ hospitals. For patients being 

transported by ground or water for cardiac, stroke, neurological, OB, or respiratory 

problems even slight delays in accessing critical services can result in adverse patient 

outcomes and possibly death. 

 There is only one track through downtown Stuart and the plan does not envision the 

construction of a second track thus eliminating the coordination of simultaneous train 

crossing to reduce the number of street closures.   

 The railroad bridge was constructed in 1894 and frequently takes up to 20 minutes to 

close.  Trains coming from the south must wait for the closure of the bridge to transverse 

it.  This blocks traffic coming from the east to access Martin Memorial Hospital North.   

 Fifty two closures  a day of these roads will make it very difficult for patients living east 

of the railroad track to access the services of Martin Memorial Hospital North 

 

Safety and Traffic Operations 

 

According to the DEIS, there are 78 grade crossings on the Treasure Coast. Road closures and 

traffic delays along major roads will have a significant impact on the following roads: 

 

Indian River County 

 Oslo Road at U.S. 1 

 Oslo Road at Old Dixie Highway 

 East and westbound State Road 60, known as the Twin Pairs 

St. Lucie County 

 Seaway Drive at Florida East Coast Railroad 

 Seaway Drive at U.S. 1 

 North Causeway Bridge at Old Dixie Highway 

Martin County 

 Southeast Indian Street at Florida East Coast Railroad 

 Southeast Dixie Highway at Southeast Indian Street 

 East Monterey Road at Florida East Coast Railroad 

 Monterey Road at Southeast Dixie Highway 

 

 

 



According to the DEIS the addition of 32 passenger trains per day would create “some 

degradation” in the level of service at grade crossings.   

We feel that this is a significant understatement of the impact.  

 With more than three trains per hour at some locations, a significant percentage of those 

hours would operate under unacceptable levels of service.  This only addresses the 

addition of 32 passenger trains per day and does not include the anticipated increase in the 

number and length of freight trains. 

 The worst stretches of delays would grow from 2½ minutes to 7½ minutes each peak hour 

at Oslo Road in Indian River County; from 2 to 6½ minutes at the eastbound and 

westbound State Road 60 crossings in Vero Beach; and from 2 to 5½ minutes at the Indian 

Street/Dixie Highway crossing in Stuart. Peak-hour traffic, which now grinds to a 

standstill 4 minutes of every hour, would hit gridlock for 11½ minutes of every hour.  

 Traffic delays for motorists headed east to the barrier island on Seaway Drive and the 

railroad tracks in Fort Pierce would nearly triple.   

 Currently, freight trains can tie up northbound U.S. 1 traffic at least a city block back from 

Seaway Drive, leaving drivers sitting several minutes in the right lane, waiting for the train 

to pass.  

 There is only one track through downtown Stuart and the plan does not envision the 

construction of a second track thus eliminating the coordination of simultaneous train 

crossing to reduce the number of street closures.   

 The railroad bridge was constructed in 1894 and frequently takes up to 20 minutes to 

close.  Trains coming from the south must wait for the closure of the bridge to transverse 

it.   

 Most of the other crossings studied also showed anticipated increases in wait times. 

Economic impact 

We have great concerns about the impact of AAF on the economy of the Treasure Coast.  

 Marine industries: The railroad bridge over the St. Lucie River in Martin County was 

built in 1894 and has a very low clearance.  Most boats of any size or with a fishing tower 

cannot pass under a closed bridge.  On a routine day the bridge is down approximately 5-

10 minutes for each train traveling through down town Stuart.  The impact on the local 

marine economy in Martin County will be devastating.   

 Local businesses and restaurants: AAF tracks run through the heart of the downtown 

sections of Stuart and Ft. Pierce where many restaurants and business establishments are 

located.  Fifty road closures of road going into the cities will make it difficult to citizens 

to enter the downtown area and have a significant negative impact on the business and 

tourist establishments. 

  

Fiscal impact 

It is clear from the DEIS that a significant portion of the financial resources needed to provide 

the  upgrades of infrastructure necessary to provide passenger rail service  will not be coming 

from private sources, but will be paid for by a $1.6 billion federal loan.   

 We have grave concerns that AAF will not have the ability to repay a $1.6 billion federal 

loan given the questionable estimated ridership.   



  It is also evident from testimony of local cities and counties that there will be an addition 

fiscal impact imposed on the citizens of the Treasure Coast. 

 There are a total of 352 rail crossings including 78 grade crossings on the Treasure Coast.  

Local governments may be required to bear the construction and maintenance costs of 

upgraded railroad crossings and the costs of installing and maintaining any quiet zones.  

 AAF is creating unfunded mandates for cities and counties including the cost of crossing 

upgrades, quiet zones and increased leases.   

 

Environmental Impact 

The reports states, “the project has the potential to adversely affect land use, transportation 

(particularly traffic at-grade crossings), noise and vibration, water resources, wetlands and 

floodplains, biological communities, and protected species.” 

 

We agree with this statement. However, the report does not address the necessary mitigation 

measures required to reduce the potential adverse effects.   

 The project as proposed would significantly impact the Treasure Coast’s endangered 

environment, including our rivers and the Indian River Lagoon.  The state and local 

county governments have spent billions on efforts to restore them and have great concern 

about the impact of 52 trains per day crossing these waterways.   

 There are also many endangered species living in Jonathan Dickinson State Park which 

would be impacted.  

 The Treasure Coast would not experience the projected air quality improvements and 

energy consumption improvements since there will be no stops of AAF along the 

Treasure Coast.   

 

Quality of Life Impact 

The DEIS stated that this project would “benefit elderly and handicapped individuals by 

providing a transportation option that will enhance mobility and livability in their communities,” 

This is not true for the Treasure Coast.   

 There will be no local access to the services provided by AAF.   

 Riders will have to provide their own transportation to West Palm Beach in order to 

access AAF’s services.   

 





















































































































1

Pickart, Kenneth

From: Leslie Olson <OlsonL@stlucieco.org>
Sent: Friday, September 26, 2014 1:43 PM
To: AAF_Comments@vhb.com; 'john.winkle@dot.gov'
Cc: Mark Satterlee; 'KoriBenton@City-FtPierce.Com'; Robert Bentkofsky; Daniel McIntyre
Subject: AAF DEIS:  Cultural Resources pertaining to St. Lucie County

Mr. John Winkle 
Federal Rail Administration  
1200 New Jersey Avenue 
SE Room W38‐311 
Washington, D.C. 20590 
  
Via E‐Mail 
  
September 26, 2014 
  
Dear Mr. Winkle: 
  
Acting as the St. Lucie County Historic Preservation Officer, I have reviewed Sections 4.4.5, 5.4.5 and 7.2.12 of the Draft 
Environmental Impact Statement (DEIS) for All Aboard Florida as it relates to cultural (historical and archeological) 
resources. 
  
Table 4.4.5‐1 on page 4‐125 lists me as the Certified Local Government contact and states that the consultant contacted 
me regarding Potential Locally Designated Cultural Resources, and that there was “No Response” from this office.  I have 
no record of any written or verbal correspondence from the AAF consultant on this project requesting information or 
comment.  Please have the consultant provide the written request to this office as soon as possible.  A review of Tables 
4.4.5‐9, 4.4.5‐10, 4.4.5‐11, 4.4.5‐12, 4.4.5‐13, and 4.4.5‐14, identifying Potential Locally Designated Cultural Resources, 
shows a significant deficiency of identified unincorporated St. Lucie County historical and archeological resources within 
the project area.  The FEC Corridor as it passes through unincorporated St. Lucie County is encompassed by a number of 
identified archeological preservation zones, sites, and historic resources.  As these sites are missing from the DEIS, the 
Section 106 review, summarized in Section 5.4.5.2, cannot be considered complete and ready for SHPO review.   
  
St. Lucie County staff will create a series on maps listing all potential locally designated cultural resources to the 
consultant after receiving the request from the consultant. 
  
In its current form, the DEIS is incomplete. 
  
Please feel free to contact me with questions or concerns. 
  

Leslie Olson, AICP 

Planning Manager 
Planning and Development Services 
St. Lucie County  
(772)462‐1589 
olsonl@stlucieco.org 
  

 

 
Please Note: Florida has very broad public records laws. Most written communications to or from County officials regarding County business are public records 



   
 

 
 

TREASURE COAST REGIONAL PLANNING COUNCIL 
 

Review of  
All Aboard Florida Draft Environmental Impact Statement 

 
November 21, 2014 

 
 
Introduction 
 
All Aboard Florida LLC (AAF), a private corporation subsidiary of Florida East Coast Industries 
(FECI), is proposing to construct and operate high-speed intercity express passenger rail service 
between Miami and Orlando. The project presents the potential for substantial rail improvements 
in the region as well as significant regional impacts related to transportation; land use; the 
natural, physical, and social environment; and the economy.  In 2012, the company announced 
the project and submitted an application to the Federal Railroad Administration (FRA) for a loan 
through the Railroad Rehabilitation and Improvement Financing (RRIF) program. Approval by 
the FRA requires an analysis under the National Environmental Policy Act (NEPA). The project 
is being developed in two phases, with Phase I from Miami to West Palm Beach, and Phase II 
from West Palm Beach to Orlando. AAF secured approval of an Environmental Assessment 
(EA) for the Phase I portion, and the second phase requires completion of an Environmental 
Impact Statement (EIS) process. Following scoping meetings in May 2014, a Draft EIS (DEIS) 
was published on September 19, 2014 for review by the public, with comments due to the FRA 
by December 3, 2014. The purpose of this agenda item is to provide a sufficiency review of the 
DEIS and provide Council the opportunity transmit comments to be considered by the FRA in 
the development of the Final EIS for the project. 
 
Project Summary 
 
In April 2012, FECI announced its intent to construct and operate a new, high-speed intercity 
express passenger rail service between Orlando and Miami, with intermediate stops in Fort 
Lauderdale and West Palm Beach. Developed by a subsidiary corporation, AAF, which is also 
the project’s name, is proposed to operate on the Florida East Coast (FEC) rail corridor from 
Miami to Cocoa, and along State Road 528 from Cocoa to Orlando. The proposed passenger 
service would include sixteen daily round-trip trains, totaling 32 additional trains on the corridor 
beginning in 2016. The FEC rail corridor would carry the new passenger train service as well as 
continued freight service, which is estimated to be 20 trains per day in 2016 and projected to 
grow at 3 percent annually thereafter. The project components include the installation of a 
second track from Miami to Cocoa within the FEC rail corridor; the installation of a new track 
along SR 528; the construction of four passenger rail stations and a vehicle maintenance facility; 
improvements to bridges; technology and communications infrastructure; and modifications to 
grade crossings. Although the rail corridor was originally constructed to accommodate both 
passenger and freight service, the corridor has carried only freight since 1968, triggering the need 
for extensive safety improvements to comply with modern railroad regulations.  
 



   

 2 

In 2012, AAF applied for $1.6 billion loan through the RRIF program. Prior to awarding a loan, 
the FRA is required through NEPA to conduct an analysis of the potential environmental impacts 
resulting from the proposed Project. AAF proposes to implement the Project through a phased 
approach. Phase I would provide passenger rail service on the FEC rail corridor from West Palm 
Beach to Miami section (approximately 66.5 miles), including stations in Miami, Fort 
Lauderdale, and West Palm Beach. Phase II would extend service from West Palm Beach to 
Cocoa on the FEC rail corridor (approximately 129 miles), then west to Orlando along SR 528 
(approximately 34 miles) (Exhibit1). 
 
AAF has obtained private financing for Phase I and is proceeding to implement Phase I. Phase I 
was reviewed through an EA in 2012, and FRA issued a Finding of No Significant Impact 
(FONSI) in 2013. Consequently, the DEIS is not intended to evaluate impacts exclusively from 
Phase I. The DEIS focuses on the Phase II portion of the project, from West Palm Beach to 
Cocoa, which is referred to as the N-S Corridor, as well as the Cocoa to Orlando portion. In 
addition, because AAF operations would cover the full corridor from Orlando to Miami, the 
DEIS analyzes the cumulative effects of completing both phases of the Project. Council’s review 
of the DEIS is focused on the analysis of issues within or relevant to the Treasure Coast Region. 
 
Analysis  
 
Land Use 
 
The FEC rail corridor through the region is generally a 100-wide corridor that was established in 
the early 1900s, with a history of continuous rail service since its inception. The corridor initially 
carried both passenger and freight service. However, the FEC has carried only freight since 
1968. The corridor runs the entire length of Florida’s east coast, from Duval County to Miami-
Dade County, including Palm Beach, Martin, St. Lucie, and Indian River counties. The N-S 
Corridor, which is the focus of the DEIS, traverses the following municipalities and locally 
designated community redevelopment agency (CRA) districts: 
 

 Palm Beach County:  City of West Palm Beach, City of Riviera Beach, Town of Lake 
Park, Village of North Palm Beach, City of Palm Beach Gardens, Town of Jupiter, and 
the Village of Tequesta. 

 Martin County:  City of Stuart as well as the Hobe Sound CRA, Port Salerno CRA, 
Golden Gate CRA, Rio CRA, Jensen Beach CRA 

 St. Lucie County:  City of Port St. Lucie, City of Fort Pierce, Town of St. Lucie Village 
 Indian River County:  City of Vero Beach, City of Sebastian 

 
Land uses along the corridor are varied, including residential, commercial, industrial, 
institutional, recreational, public, and preservation, with varying intensities and densities. 
Higher-density, higher-intensity land uses exist within urban central business districts; however, 
much of the corridor is characterized by lower-density, smaller-scale nodes of existing or 
planned development. The corridor also includes a string of historic downtowns, most of which 
were developed around historic train stations.  In addition, substantial portions of the corridor 
traverse federal and state preserves, such as Jonathan Dickinson State Park and the Savannahs 
State Preserves in the northern portion of the region.   
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The DEIS indicates reviews have been conducted of the comprehensive land use plans in the 
four counties and the City of West Palm Beach Downtown Master Plan, concluding the N-S 
Corridor is consistent with these plans. The general project concept and proposed station location 
in West Palm Beach appear to advance the relevant policy directives in the Palm Beach County 
comprehensive plan and City of West Palm Beach Master Plan. However, the policies in the 
other three county comprehensive plans provide support for passenger rail service that provides 
service to these counties. Given the estimated travel times from the three northern counties to the 
proposed stations in West Palm Beach and Orlando, and further considering the end-to-end travel 
times to Fort Lauderdale or Miami, it seems unlikely residents in the three northern counties 
would utilize the AAF service. Further, the DEIS indicates additional stations along the N-S 
Corridor were not considered as they would increase travel time between Orlando and Miami of 
an unacceptable duration. Therefore, without the access, mobility, and economic benefits 
provided by stations, the DEIS conclusions regarding the comprehensive plans in Martin, St. 
Lucie, and Indian River counties appear inaccurate and are not substantiated by the data provided 
in the report.  
 
Impacts in City of Stuart. As indicated in the DEIS, the St. Lucie River Bridge is proposed to 
remain a single-track bridge. Historic downtown Stuart is located immediately south of the 
bridge, and the economic vitality of this redevelopment district is contingent upon the 
availability of public parking located in FEC right-of-way.  Council is aware of on-going 
discussions between AAF and the City of Stuart regarding the installation of a second track south 
of the bridge, which would require the removal of more than 100 parking spaces, which would 
substantially impact this community.  Latest discussions with AAF representatives indicate the 
project will not require the installation of a second track for several blocks south of the bridge, 
which would enable the city to retain the necessary parking.  A second track appears unnecessary 
in this location as the bridge is proposed to remain a single-track.  This issues does not appear to 
be addressed in the DEIS, and more specific data is necessary to resolve this issue. 

 
Impacts in St. Lucie Village.  The Town of St. Lucie Village is a community established in the 
1850s that predates the establishment of the FEC rail corridor.  Council is aware of early plans to 
install three tracks through the village, one of which would be utilized as a “storage track” for 
freight trains.  The storage of a train through the heart of the village would impact several grade 
crossings, essentially eliminating all access for village residents and creating a safety hazard for 
emergency response.  AAF representatives have indicated the storage track location has been 
moved to avoid impacts in St. Lucie Village; however, this data does not appear to be included in 
the DEIS, and more specific data is necessary to resolve this issue. 
 
Corridor Buffering Treatments:  Given the physical characteristics of the FEC rail corridor and 
railroad operations, many communities have invested public dollars in landscape and 
beautification treatment in the rail right-of-way to reduce noise, vibration, and visual obtrusion 
on communities and neighborhoods.  In addition to planted materials, there is substantial native 
vegetation along the corridor that provides further buffering of negative impacts.  These 
improvements also provide a safety enhancement for pedestrians, as landscape materials act as 
barriers to pedestrian access into the corridor.  It appears that AAF’s planned double-tracking 
will require removal of substantial quantities of landscape material, both native and planted, 
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which will present significant impacts on communities visually and economically.  Measures 
should be considered to enable local governments to beautify the corridor without bearing 
additional easement lease costs for these improvements to reduce project impacts.   
 

 
Recommendations:   
 The final EIS should include a consistency analysis of all relevant comprehensive 

plans and community redevelopment agency plans.  Mitigation measures or other 
alternatives should be established and analyzed to resolve inconsistencies or 
conflicts with local plans.  

 The final EIS should include a new alternative that would provide Martin, St. Lucie, 
and Indian River counties with some level of direct scheduled access to the AAF 
service, including intermittent or “skip-stop” service, to offset project impacts, more 
fairly distribute project benefits, and increase consistency with local government 
comprehensive plans.   

 The final EIS should include data to confirm the maintenance of a single-track 
through Historic Downtown Stuart and maintenance of public parking in FEC 
right-of-way. 

 The final EIS should include data to confirm the location of the storage track 
outside the boundaries of St. Lucie Village such that egress and emergency response 
to Village residents can be maintained.  

 The final EIS should include measures to enable local governments to install 
landscaping and hardscape improvements to enhance pedestrian safety and beautify 
the FEC corridor at the lowest possible cost to the public and without the financial 
burden of easement lease costs.  
 

Transportation 
 
Roadway Network & Grade Crossings 

 
Regional Roadway Network. The AAF project will affect both the regional roadway network as 
well as local roads, especially in the eastern portion of the region. At the regional scale, the 
affected roadways include Interstate 95 (I-95) and Florida’s Turnpike. Data provided in the DEIS 
indicate the applicable segments of these roadways meet or exceed the level-of-service (LOS) 
standard according to the Florida Department of Transportation (FDOT), generally ranging from 
LOS B-C. One segment of I-95 is indicated to operate at LOS D, for which the DEIS notes that 
FDOT has determined LOS D is acceptable for highway systems inside urbanized areas. The 
DEIS contains sufficient information to address impacts to the regional roadway network. 
   
Local Roadway Network. For the local roadway network, the project impacts are more 
significant. The DEIS states by the 2016, the AAF project will add 32 daily passenger trains to a 
forecasted 20 daily freight trains, totaling 52 trains per day operating on the corridor. As 
indicated in the DEIS, there are a total of 159 grade crossings in the N-S Corridor, with 104 
grade crossings located in the region as follows: 
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Table 4.1.2-3 Summary of At-grade Crossings by County Within the N-S Corridor 

County Length of Corridor 
(miles) 

Number of At-grade 
Crossings 

Indian River  21     30 
St. Lucie  22 21 
Martin  26 27 
Palm Beach  18 26 

Total for Treasure Coast Region 87 104 
Brevard  42 55 

Total for N-S Corridor 129 159 
Source: AAF. 2013c. FECR Grade Crossing Estimate Spreadsheet. Received via email from Alex 
Gonzalez on March 7, 2013. 

 
The DEIS includes an analysis of only ten grade crossings, two per county, for the 129-mile N-S 
Corridor. Utilizing 2019 as the model year, the DEIS indicates the typical at-grade crossings 
would close an average of 54 times per day (approximately three times per hour). As presented 
in Appendix 3.3-C, Transportation and Railroad Crossing Analysis of September 2013, the 
anticipated maximum roadway closures for the project area would range from 1.7 minutes for 
passenger trains to 5.7 minutes for freight, with hourly closures ranging from 6.6 to 7.1 minutes 
per hour. Relevant data from the Appendix 3.3-C is presented in Table 4.2 below. 
 

 
 
Impact of Bridges on Roadway Network. The N-S Corridor crosses a substantial number of 
navigable and non-navigable waterways with a total of thirteen bridges. Two bridges are 
movable bridges that are proposed for rehabilitation, including the Loxahatchee River railroad 
bridge, which is proposed to become a double-track bridge, and the St. Lucie River railroad 
bridge, which is proposed to remain a single-track bridge. According to the DEIS, the project 
will introduce technology improvements, such as Positive Train Control, along with centralized 
dispatch of both passenger and freight trains to allow train movements to be synchronized. As a 
result, the DEIS indicates at least 10 of the 20 future freight trains will cross bridges either 
concurrently or sequentially with passenger trains. Both north and south of the movable bridges, 
the rail corridor contains substantial track curvatures, which will require trains to reduce speeds. 
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The DEIS indicates the average freight trains speeds through Palm Beach and Martin counties to 
be approximately 40 and 37 MPH, respectively, while passenger trains speeds are projected to 
average roughly 75 and 77 MPH, respectively. However, given the track curvatures, bridge 
transitions, and passenger/freight sequencing, the average train speeds would be significantly 
reduced to accommodate safe bridge crossings at the Loxahatchee River and St. Lucie River 
bridges. Slower-speed trains in these locations will substantially impact grade crossings and 
roadway network functions in the vicinity of these two bridges, with greater impacts at the St. 
Lucie River Bridge due to its proposed single-track configuration.  
 
While the AAF passenger trains are estimated to be roughly 1000 feet in length, the DEIS 
indicates the average freight train length to be approximately 8,510 feet.  The DEIS indicates 
freight demand will increase by 3 percent annually after the inception of AAF service in 2016, 
with freight forecasts indicating longer freight trains as inbound freight increases to southern 
seaports over time.  As a result, the combined passenger and freight impacts in the immediate 
roadway network proximate to the movable bridges would extend north and south approximately 
two miles.  Multiple trains slowing to accomplish a sequential or concurrent drawbridge crossing 
would be expected to cause longer delays for nearby grade crossings. For the Loxahatchee River 
Bridge, these disproportionately affected grade crossings would include Toney Penna Drive, 
Indiantown Road, and Center Street to the south and East Riverside Drive, Tequesta Drive, and 
County Line Road. At the St. Lucie River Bridge, the affected grade crossings would include 
Joan Jefferson Way, Colorado Avenue/SR 76, Martin Luther King, Jr. Boulevard, East Florida 
Street, and Monterey Road, and to the north, NW Fern Street and NE Dixie Highway. As the 
DEIS indicates roughly half the future freight trains would be sequenced with passenger trains to 
allow simultaneous crossings, this result would be at least ten times per day, an entire set of 
grade crossings would likely be closed at once by a single 8000+ foot freight train.  This impact 
is projected to increase over time.  These conditions do not appear to be analyzed as part of the 
roadway impact analysis in the DEIS.  
 

Roadway Network Analysis Deficiencies. Several data and methodological concerns are noted 
regarding roadway network analysis as follows:   
 

(1) The DEIS utilizes 2011 Annual Average Daily Volume for the traffic impact analysis; 
however, current year traffic data is readily available from FDOT and local 
governments and would increase the accuracy of the DEIS.  
 

(2) The traffic impact methodology does not appear to consider grade crossings most 
relevant for emergency access to hospitals and other critical infrastructure along the 
corridor. Emergency response times could be severely impeded by the increased 
number of rail trips as indicated in the DEIS.  

 
(3) There are disproportionate impacts on the roadway network in the vicinity of the two 

movable bridges at the Loxahatchee River and St. Lucie River. Additional analysis is 
needed with consideration of slower train speeds approaching and departing bridges, 
multiple trains crossing bridges either concurrently or sequentially, and impacts on 
the surrounding grade crossings.  
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(4) The DEIS grade crossing sample of only two grade crossings per county is too narrow 
and does not accurately capture the varied conditions of the local roadway network. 
Given the urban development pattern along the N-S Corridor, there is a fine-grained 
street grid both east and west of the rail corridor. Throughout the region, Dixie 
Highway and US1/Federal Highway run generally parallel to the rail corridor, with 
frequent east/west higher volume roadways that include intersections on both sides of 
the rail corridor. As a result, vehicles stopped at rail grade crossings cause vehicle 
back-ups that extend across the rail corridor. In addition, the close proximity between 
the rail corridor and adjacent roadways causes longer vehicles and vehicles with 
trailers to be stopped at a red light while a portion of a single vehicle remains across 
the rail corridor. 

 
(5) The DEIS assumes the project will capture 7.2 percent of the long distance market 

share (from Miami to Orlando) and 5.6 percent of the short distance market share, 
forecasting 69 percent of riders will shift from automobile travel, thereby diverting 
approximately 336,000 vehicle trips in 2016. Given the geography of the N-S 
Corridor, it appears this vehicular shift would occur in the counties with stations, 
while the geography and default travel times would not compel ridership from 
Martin, St. Lucie, or Indian River counties. The roadway impact delays from the 
project, however, including grade crossing delays and bridge-related delays, would be 
considerable in these non-station counties. Therefore, those portions of the corridor 
without stations would experience greater vehicular delays without gaining benefits 
of access, resulting in secondary impacts from the project. Additional analysis is 
needed to understand the magnitude of vehicular reductions versus vehicular delays. 

Recommendation: 
 An updated traffic impact analysis should be conducted that utilizes current year 

traffic counts and a substantially expanded sample of grade crossings. The analysis 
should consider high-volume roadways, grade crossings proximate to the 
Loxahatchee River and St. Lucie River railroad bridges, emergency access routes, 
roadway intersections near grade crossings that are directly affected by grade 
crossing closures, and vehicular delays caused by grade crossing closures, including 
all potential mitigation measures. Additionally, costs to local governments need to 
be identified for intersection, roadway, and water management improvements 
needed to cure traffic and traffic safety impacts on the local and regional roadway 
network created by increased grade crossing closures. 
 

Pre-Emption. FRA conducted diagnostic field reviews from February through July of 2014 to 
evaluate grade crossings and identify necessary safety infrastructure to accommodate the AAF 
project. In the FRA’s On-Site Engineering Field Report, Part 2, the issue of highway traffic 
signal pre-emption was raised as a safety concern relevant to the local roadway network. The 
proper traffic signal interconnections are necessary to provide sufficient time to permit a vehicle 
or pedestrian to clear the path of an approaching train. The report recommends that due to the 
inclusion of additional tracks, increase in train speeds, station stops and restarts from sidings 
within approaches to traffic signal interconnected grade crossings, a thorough evaluation should 
be conducted of the preemption needs to determine the appropriate form of preemption (either 
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simultaneous or advanced preemption) to be required at each grade crossing location along the 
entire AAF service route (Miami through Cocoa). 
 

Recommendation: 
 The final EIS should include an analysis of pre-emption at grade crossings and 

include relevant improvements and their costs as part of the project. 
 

Connector Road at West Palm Beach Station.  The project proposes to construct a station in 
downtown West Palm Beach, which will require the closure of two downtown streets – Datura 
Street and Evernia Street – to accommodate a 1000-foot train platform. Closure of these two 
streets creates substantial impacts upon vehicular circulation in the vicinity of the station, with 
projected levels of service falling below acceptable thresholds. Traffic analyses evaluating this 
roadway network failure indicate the installation of an access road along Rosemary Avenue can 
provide mitigation for these impacts and enable the roadway network to function at acceptable 
levels.  
 

Recommendation: 
 The final EIS should include a requirement for the installation of a connector road 

between Clematis and Evernia at the West Palm Beach station to reduce roadway 
network impacts. 

Marine Navigation 
 
As noted above, the N-S Corridor traverses a number of navigable waterways and includes two 
movable bridges at the Loxahatchee River and St. Lucie River. Project impacts on these two 
bridges are significant, and data in the DEIS indicates the bridges could be closed to marine 
navigation 300 percent more than current conditions, which could create significant economic, 
recreational, and access impacts in the region.  
 
Loxahatchee River Bridge:  Located in the Town of Jupiter and adjacent to the Village of 
Tequesta, the Loxahatchee River railroad bridge crosses the Loxahatchee River approximately 
1.3 miles west of the Jupiter Inlet, adjacent to the Atlantic Intracoastal Waterway. The 
Loxahatchee River includes roughly twelve miles of navigable coastline in Palm Beach and 
Martin counties. Land uses along the waterway are predominately residential, cultural, 
recreational, and preservation, including highly popular recreational destinations such as 
sandbars and Jonathan Dickinson State Park.  
 
The DEIS indicates there are seven marinas with more than 500 slips along with four boat ramps 
within close proximity to the bridge. Upstream from the bridge, the DEIS indicates there are 
more than 1,200 private and residential docks. Boating data in the DEIS suggests boating activity 
at the Loxahatchee River Bridge is predominately recreational. The DEIS indicates an average of 
108 vessels per day transit the bridge Monday-Friday and 271 per day on weekends, with more 
than 500 on peak weekend days, and up to 14 commercial vessels per day. However, local counts 
provided by the Jupiter Inlet District (JID) indicate average boating traffic is higher, counting 
roughly 500 boats/weekend day during daylight hours from January through September 2014 
(Exhibit 2).  
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The bridge has a vertical clearance of four feet, which means virtually no boats can cross the 
bridge when it is closed, and a narrow horizontal clearance of 40 feet. According to the USCG 
Drawbridge Operation Regulations (33 CFR 111.299), the drawbridge is presumed to be 
normally in the fully open position and lowered for freight train passage. Per the DEIS, under 
2013 conditions, 14 freight trains cross the bridge daily, with average closure times of 19 
minutes apiece. The average total weekday closure time is suggested to be approximately 3.6 
hours/day on weekdays and 2.6 hours/day on weekends. The bridge currently includes a single 
railroad track which would be expanded to a double-track with the AAF project.  

 
St. Lucie River Bridge:  Located in the City of Stuart, the St. Lucie River Railroad Bridge is 
drawbridge crossing the St. Lucie River (and Okeechobee Waterway) approximately 5.9 miles 
from the St. Lucie Inlet. The St. Lucie River extends upstream, north, south, and west, with 
nearly 40 miles of navigable coastline in Martin and St. Lucie counties. Approximately six miles 
southwest of the bridge, the South Fork of the St. Lucie River connects to the St. Lucie Canal/C-
44, which provides a 90-mile navigable route through Lake Okeechobee to Fort Myers.  
 
Land uses along the St. Lucie River are mixed, including residential, retail/commercial, office, 
hotel, industrial, recreational, and preserve. The bridge also provides access to designated 
community redevelopment areas in Old Palm City and Indiantown, where a recent state 
Enterprise Zone designation was secured to support marine commercial activity. The DEIS 
suggests there are fifteen marinas along the St. Lucie River, and a review of aerial photos 
indicates there are approximately 2,000 private docks along the coastline. The DEIS indicates the 
boating activity is mostly recreational, with an average of 102 vessels/day crossing the bridge on 
weekdays and 315 vessels/day on weekends, with as a daily weekend high of 413 vessels/day, 
and up to 21 commercial vessels per day. Martin County’s boater counts indicate a higher level 
of activity, with average daily traffic of 235 boats/day and 450 boats/day on peak weekends 
(Exhibit 3). 
 
The St. Lucie River railroad bridge has a vertical clearance of seven feet, enabling only enable 
smaller recreational vessels to cross when the drawbridge is down, and a horizontal clearance of 
50 feet. Similar to the Loxahatchee River railroad bridge, the relevant U.S. Coast Guard (USCG) 
Drawbridge Operation Regulations (33 CFR 111.317) also indicate the drawbridge normally in 
the fully open position and lowered for freight train passage. Under 2013 conditions, the DEIS 
indicates 14 freight trains cross the bridge daily, with average closure times of 21 minutes each. 
The average total weekday closure time is suggested to be approximately four hours/day on 
weekdays and nearly three hours/day on weekends. The DEIS indicates the St. Lucie River 
Railroad Bridge would be rehabilitated and remain a single-track bridge.   

 
Freight Demand:  The DEIS indicates current freight demand to be 14-17 freight trains per day, 
which are forecast to grow to 20 trains per day by 2016, increasing 3 percent annually thereafter. 
Given the average closure times per freight train, with average travel speeds of 32-36 MPH in 
Palm Beach and Martin Counties, the DEIS indicates freight demand alone could result in the 
Loxahatchee River Bridge closing 5.8 hours/weekday on average and 3.6 hours/weekend day 
average by 2016. For the St. Lucie River Bridge, the DEIS projects total average daily bridge 
closures of 6.6 hours/weekday and 3.6 hours/weekend day by 2016.  
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Passenger Demand:  The AAF project proposes to introduce 32 daily trains on the corridor. 
Combining the projected freight and potential passenger rail demand for the corridor, the DEIS 
indicates an average operation of 52 total daily trains in year one (2016) of the combined service 
program, with projected freight increases of 3 percent annually. The cumulative impact of the 
projected freight and passenger rail services would cause additional navigational delays due to 
the increase in bridge closings.  

 
 For the Loxahatchee River bridge, the DEIS assumes that project improvements will 

enable up to ten freight trains to routinely cross the Loxahatchee River bridge 
simultaneously with passenger trains and that average time/closure would fall from 19 
minutes today to 12 minutes per closure in 2016. Accordingly, given proposed project 
improvements, such as double-tracking the bridge, and the noted assumptions, the DEIS 
suggests the average daily bridge closure for the Loxahatchee River bridge would 
increase to 8.6 hours/weekday and 7.2 hours/weekend day (see Table 5.1.3-2 below).  
 

 For the St. Lucie River bridge, the DEIS continues to assume up to ten freight trains will 
routinely cross with passenger trains on the single-track bridge and that average 
time/closure would fall from 21 minutes today to 15 minutes in 2016. Given these 
assumptions and project improvements, the DEIS suggests the average daily bridge 
closure for the St. Lucie River bridge would increase to 9.8 hours/weekday and 7.6 
hours/weekend day (see Table 5.1.3-2 below). 
 

 
 

According to the DEIS, the additional bridge closures would result in delays for recreational and 
commercial mariners at both bridges. The percentage of total boaters experiencing delays after 
the AAF project is operational is anticipated to increase from 14 percent to 42 percent of all 
vessels at the St. Lucie River Bridge and from 25 percent to 42 percent at the Loxahatchee River 
Bridge. The DEIS indicates the average queue length for boaters would be 10 vessels or fewer. 
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However, given the higher boating activity counts provided by JID and Martin County, it would 
appear the number of boats queuing at bridges would be considerably greater, which could create 
navigational hazards for vessels awaiting bridge openings.  The data and analysis provided in the 
DEIS appears inaccurate given the updated boater counts.  The U.S. Coast Guard has initiated a 
marine navigational survey to assess public concerns regarding navigational constraints at the 
movable bridges, including consideration of modifications to the Code of Federal Regulations 
regarding bridge operations. These data should also be considered in an updated marine 
navigational survey.  In conjunction with the U.S. Coast Guard, a revised navigational survey 
should be provided as part of the final EIS that distributes both boating and rail activity across a 
24-hour spectrum to more accurately identify impacts.  This survey should also consider 
modifications to bridge regulations to reduce impacts to navigation. 
 
Bridge Safety:  The two movable bridges date back to the 1920s, and substantial concerns have 
been raised regarding their safety and structural integrity.  Despite requests from local 
governments, no bridge safety or inspection reports have been made available for review 
regarding these concerns.  With cooperation from the FECI, independent bridge inspections 
should be conducted to confirm the continued safety and structural integrity of the bridges to 
accommodate the proposed increase in operations. 
 

Recommendation: 
 In coordination with the U.S. Coast Guard, an updated marine navigational study 

should be conducted utilizing more accurate data related to boater traffic, marina 
locations, numbers of slips, and boater access and addressing safety issues from the 
queuing of boats awaiting bridge openings.  This survey should evaluate the 
distribution of boating activity and railroad bridge closures across a twenty-four 
spectrum to more accurately evaluate impacts on navigation.  The study should also 
consider the findings of the ongoing U.S. Coast Guard marine navigational survey 
and appropriate modifications to the Code of Federal Regulations to reduce impacts 
on navigation. 

 Independent bridge inspections should be conducted for the Loxahatchee and St. 
Lucie River railroad bridges to determine their safety and structural integrity. 
 

Navigational Mitigation Measures:  The DEIS indicates the project proposes several mitigation 
measures, including the establishment of a set schedule for the down times of the bridges for 
passenger rail service, a publicly-accessible bridge closure schedule with anticipated crossing 
times, notification signals and signage at each bridge to indicate pending bridge closures, 
coordination plans between AAF and local authorities for peak vessel travel times, and a 
coordination plan between AAF and the USCG to raise awareness within the boating 
community. These measures are insufficient to offset the impacts on navigation from the project.  
Both bridges were constructed in the 1920s, and substantial rehabilitation of bridge mechanics 
could increase the speed and predictability of bridge operations.  Increasing the vertical and 
horizontal clearance at both bridge apertures (i.e., the space between the pilings as well as 
between the surface of the water and base of the bridge when closed) would allow multiple boats 
to pass while the bridges are open as well as allow increased passage while the bridges are 
closed.  The DEIS considers the utilization of alternate corridors, such as the CSX, Interstate 95, 
and Florida Turnpike, for the operation of passenger rail service.  These corridors should also be 
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considered for the relocation of freight traffic,  as well as a reduction in total passenger trains, 
especially during peak boating hours, to further reduce impacts to navigation.   
 

Recommendations: 
 The final EIS should consider physical improvements to create taller, wider bridge 

apertures at the Loxahatchee and St. Lucie river bridges to enable bi-directional 
traffic, access for more vessels when the bridge is closed, and mechanical 
improvements to improve the efficiency, timing, and predictability of bridge 
closings.   

 The final EIS should consider an alternative with reduced service on the N-S 
Corridor, including the relocation of freight traffic onto other rail corridors such as 
the CSX, especially during peak boating hours.   
 

Taylor Creek Bridge. The DEIS indicates the Taylor Creek Bridge will be rehabilitated as part of 
the project. Taylor Creek is located just north of the City of Fort Pierce, within an area that 
contains a substantial number of census tracts meeting environmental justice thresholds. The city 
has an adopted redevelopment program that includes Taylor Creek as a key point of access for 
the low-income neighborhoods to the west to access coastal destinations; however, the Taylor 
Creek railroad bridge is an impediment to access. Upstream of the bridge, there are considerable 
opportunities for economic development and job creation. To mitigate navigational impacts 
otherwise created by the project, the Taylor Creek bridge could be rehabilitated with a greater 
vertical clearance. This improvement would also offer mitigation for the project’s environmental 
justice impacts in this area as well.  
 

Recommendation: 
 The project should include improvements to Taylor Creek Bridge to increase its 

vertical clearance. 
 
Transit Systems 

 
The DEIS describes the relationship between AAF and existing local and regional transit 
services.  Local transit operators are noted, along with intercity motorbus service, Amtrak, and 
Tri-Rail, which provides commuter rail service on the CSX rail corridor through Miami-Dade, 
Broward, and Palm Beach counties. The DEIS fails to address the impact of additional grade 
crossing closures and roadway network delays on the operation of local transit.  This impact will 
especially affect transit-dependent populations along  the corridor.   
 
For more than a decade, Tri-Rail has been working with FDOT, local governments, and 
metropolitan planning organizations for an extension of Tri-Rail onto the FEC rail corridor. 
Referred to as the “Tri-Rail Coastal Link,” service plans include additional commuter rail service 
operating between Jupiter and Miami, with rail interconnections in West Palm Beach, Pompano, 
and Miami.  Tri-Rail service represents a significant public investment and provides critical 
mobility within the region.  AAF representatives have indicated AAF stations are being designed 
to accommodate future Tri-Rail service; however, this data is not provided in the DEIS.  Terms 
of access must also be established to enable Tri-Rail service to operate on the FEC rail corridor, 
but there is no reference in the DEIS regarding this need. 



   

 13 

 
Recommendations: 
 The final EIS should include an analysis of the operation of Tri-Rail service on the 

FEC rail corridor, a requirement to establish reasonable access to the corridor for 
Tri-Rail service, and clarification that AAF stations are designed to accommodate 
future Tri-Rail service in the most efficient manner and at the lowest cost to the 
public.  

 The final EIS should include an analysis of impacts on local transit service caused 
by grade crossing and other delays in the local roadway network.   

 
Bicycle and Pedestrian Circulation  
 
The DEIS evaluates impacts on the roadway, aviation, rail, and transit services; however, the 
evaluation of impacts on the local roadway network fails to address the multi-modal 
characteristics of the system. The FEC rail corridor traverses a highly developed urban corridor 
with a linear pattern of historic downtown communities. The DEIS indicates the population of 
the 117 census tracts within the project study areas is approximately 535,000. The corridor 
contains a high proportion of persons at or below the poverty level. The DEIS indicates that 
within the N-S Corridor alone, there are more than 23 census tracts with concentrations of low-
income persons. The corridor population tends to include a higher proportion of persons without 
access to personal vehicles, with greater needs for safe bicycle and pedestrian access. 
Improvements within the N-S Corridor will include the installation of a second track, and with 
the higher speeds, FRA staff has indicated fencing will be required as pedestrian activity is 
extensive.  
 
Although not addressed in DEIS, AAF LLC has indicated to local governments and the Florida 
Department of Transportation that it would bear the costs of all grade crossing safety 
improvements required for the construction of the project. In addition to vehicular 
improvements, given the low-income, transportation disadvantaged populations that line the 
corridor, the project’s safety improvements should also include the installation of 
bicycle/pedestrian infrastructure to accommodate safe egress across the corridor and mitigate 
project impacts. In addition, there are many locations where grade crossings are more than one 
mile apart, with expansive residential development between crossings.  There is substantial 
evidence of pedestrian activity crossing the rail corridor between the grade crossings in the form 
of informal well-used trails. This long-standing access provides these low-income populations 
access to jobs, school, food, medical care, and emergency services. FRA staff has also indicated 
the requirement of barrier fencing along the corridor to prevent pedestrian access, which will 
harm the ability of these populations to access basic needs (Exhibit 4). Accordingly, impacts on 
these low-income neighborhoods should be further mitigated with the installation of pedestrian 
grade crossings in locations of known pedestrian activity where vehicular grade crossings are 
more than one mile apart.  
 
As a linear transportation corridor that connects historic communities, the FEC Rail Corridor has 
long been identified for the installation of a multi-use pathway for non-motorized users.  As a 
“rail-with-trail,” this improvement is identified in the plans of local governments as well as the 
metropolitan/transportation planning organizations in the region.  The inclusion of a multi-use 
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pathway in the FEC right-of-way would allow safe bicycle/pedestrian access within and between 
corridor communities, further diverting automobile trips from the roadway network, thereby 
reducing carbon emissions, and enhancing access for transit-dependent and low-income 
populations along the corridor.   
 

Recommendations: 
 The final EIS should include a requirement for the installation bicycle/pedestrian 

infrastructure, including gates, lights, and crossing arms, at all grade crossings as 
part of the project’s safety improvements.  In addition, the final EIS should include 
the installation of pedestrian grade crossings in locations of known pedestrian 
activity where grade crossings are more than one mile apart. 

 The final EIS should include a requirement for fencing in areas of known pedestrian 
activity to channelize pedestrian traffic into formal pedestrian crossings. 

 The final EIS should include a requirement for the establishment of a multi-use 
pathway along the N-S Corridor.  
 

Public Safety 
 
The introduction of 32 high-speed trains, coupled with increasing freight traffic on the FEC rail 
corridor, poses significant impacts on public safety. There are substantial concerns regarding the 
roadway impact analysis presented in the DEIS, which relied upon a limited sample of ten grade 
crossings among five counties to evaluate roadway impact. The close proximity of multiple high-
volume roadway intersections in the vicinity of grade crossings could have adverse effects on 
emergency response by fire rescue, ambulance, and police first responder vehicles. These 
impacts are compounded near movable bridges, where the crossing of multiple trains, either 
concurrently or sequentially, could result in up to a half-dozen grade crossings closed 
simultaneously by 8000+ foot freight trains. Consequently, both direct and alternate routes to 
hospitals and other critical infrastructure could be blocked, resulting in significantly impeded 
emergency response times.  
 
The DEIS indicates a real-time communication system for first responders to access train 
schedules and potential delays will be available; however, no specific data or detail was 
provided.  The DEIS also indicates the availability of an electronic system of notification or 
access for first responders for locating train schedule and en route activity. Access to real time 
train location during emergency response would greatly reduce response times to hospitals. This 
could be accomplished through software interface with county 911 dispatch centers.  
 
The project’s impacts on the Loxahatchee River and St. Lucie River also pose substantial 
impacts to public safety. The Loxahatchee and St. Lucie River drawbridges have direct impact 
on commercial, recreational and emergency response vessels. The DEIS indicates the number of 
boaters experiencing delays at the bridges will increase to 42 percent of all boaters. With updated 
boater activity data as noted in this report, the number of boats anticipated to queue at bridges, 
especially on weekends and peak boating days, could exceed thirty boats. Currents at the bridges 
are substantial, which will likely result in navigational conflicts.  
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First Responders in marine fire rescue, advanced life safety, and law enforcement vessels will be 
restricted by the closures of the bridges. Formal coordination with county emergency 
management and first responder agencies will greatly enhance understanding of response needs 
and provide a better understanding of capabilities. The DEIS indicates first responder training 
and outreach as mitigation to ensure that needs are met regarding emergency response; however, 
to date, this early coordination has not been accomplished. 
 
Loxahatchee River Bridge. The DEIS indicates the average daily bridge closures at the 
Loxahatchee River drawbridge will increase to 8.6 hours/weekday and 7.2 hours/weekend day. 
Safety issues raised specifically for the Loxahatchee River Bridge include the capacity of the 
Village of Tequesta to provide only one Advanced Life Safety Vessel for responding to marine 
based emergencies. This vessel is docked on the east side of the bridge and will not have access 
to the west side should the bridge be closed – delaying emergency response time significantly. 
This is the only means by which water-based emergencies can be reasonably addressed within 
the Loxahatchee River. To mitigate this impact, an additional life safety vessel should be located 
on the west side of the bridge. The Loxahatchee Bridge width is 40 feet in width, which prevents 
bi-directional boating traffic, and has a 4-foot vertical clearance when closed, which prevents 
virtually all motorized vessels from transiting the bridge when closed.  
 
This safety issue could be alleviated with a wider, taller bridge opening, which would reduce the 
number of boats idling in the channel areas. Long-term mitigation of this issue better serves 
public safety given the expected increase of 3 percent annual growth in freight service and 
potential increases in ridership of the passenger rail indicated by the DEIS. Increased horizontal 
and vertical clearances, or bridge replacement with a thinner bridge profile, would allow more 
vessels to transit the bridge when closed and help mitigate public safety issues. In addition, 
improvements to bridge systems would expedite the opening and closing cycles improving delay 
times and boater safety risks through emergency response improvements. 

 
St. Lucie River Bridge. The DEIS indicates the average daily closures at the St. Lucie River 
Bridge will increase to 9.8 hours/weekday and 7.6 hours/weekend day. The width of the bridge 
opening is 50 feet, which prevents most bi-directional boating traffic, with a vertical clearance of 
7 feet. Safety impacts at this bridge could be mitigated with a wider, taller bridge opening, which 
would enable more boats to transit the bridge when closed, reducing the number of boats idling 
in the channel. Other mitigations could include bridge replacement or substantial augmentation 
for horizontal and vertical clearance as well as mechanical improvements to expedite the opening 
and closing cycles and reduce boater delay.  
 
Recommendations: 

 The final EIS should include an emergency response traffic analysis, including a 
detailed analysis of impacts on emergency vehicle trips, route data, access to 
hospitals and critical infrastructure, and key roadways and intersections to 
maintain timely emergency response.  This analysis should be conducted with 
consultation from local emergency management, fire rescue, and hospital 
representatives. 
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 The final EIS should include measures to improve communications for emergency 
response, such as the provision of real-time information for the dispatch of first 
responders. 

 The final EIS should require the project provide a second emergency response 
vessel upstream of the Loxahatchee River Bridge.   

 
Air Quality 
 
The air quality analysis in the DEIS evaluated the emission of air pollutants from the project, the 
concentrations of pollutants in the regional areas, and carbon monoxide concentrations at 
intersections affected by changes in traffic patterns. All six counties crossed by the project are in 
attainment for all criteria pollutants. The DEIS concludes the project would provide a net 
regional air quality benefit as compared to the No‐Action Alternative, with improved regional air 
quality through the reduction of vehicles from the roads and highways when riders switch to use 
the proposed passenger rail service. The DEIS states the project would decrease emissions of 
carbon monoxide, nitrogen oxides, sulfur dioxide, volatile organic compounds, and particulate 
matter. The DEIS indicates the project will have a beneficial effect on air quality because the 
daily vehicle trips will be reduced on roadways and annual vehicle miles traveled will decrease. 
These changes will result in emissions reductions and provide an overall net benefit for the air 
quality of the region. 
 
However, the DEIS does not appear to consider two sources of potential emissions, including 
vehicles delayed within the roadway network as well as marine vessels awaiting bridge openings.  
As discussed above, the DEIS provides insufficient data to determine the full impact of vehicular 
delays, including bridge impacts on the roadway network as well as closely spaced railroad 
crossings and vehicular intersections.  Further, the DEIS utilizes inaccurate boater data regarding 
the number of vessels transiting the Loxahatchee and St. Lucie River railroad bridges, which 
appears to underrepresent both the total number of vessels as well as the number of vessels 
anticipated to be idling in queue during bridge closures.  Additional analysis is needed to more 
accurately assess the associated vehicle and vessel emissions and corresponding accumulated air 
quality impacts. 
 
The DEIS indicates the EA prepared in 2012 for the West Palm Beach to Miami section modeled 
air quality emissions at intersections and grade crossings, where vehicle congestion may occur, 
using a CO hotspot screening method. Motor vehicles emit CO at high rates when they are 
operating a low speeds or idling in queues. The EA evaluated the most congested intersections in 
the vicinity of the proposed stations and railroad crossings. The modeling showed that traffic did 
not exceed air quality criteria in either the opening year or the build‐out year at any of the 
intersections or grade crossings. Traffic volumes and congestion at the crossings in the West 
Palm Beach to Orlando segment are projected to be lower than those found for the highest‐
volume grade crossing evaluated in the West Palm Beach to Miami section evaluated in the 2012 
EA. Therefore, a detailed hot‐spot CO modeling evaluation was not conducted for this DEIS, 
because traffic delays did not exceed those at the higher‐volume grade crossing, which did not 
exceed air quality criteria. 
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In order to address temporary construction impacts to air quality, the DEIS includes the 
following mitigation measures and project commitments: implementing best management 
practices (BMPs) during construction, such as soil watering to reduce fugitive dust emissions, to 
reduce potential emissions during construction; and keeping constriction equipment on site for 
the duration of construction to minimize emissions associated with transporting this equipment.  
 
Recommendation: 

 
 The final EIS should include a more extensive analysis of vehicle and vessel delays, 

accumulated impacts on air quality, and appropriate mitigation measures.   

Noise and Vibrations 
 
The DEIS indicates there would be long-term noise and vibration impacts from operation of the 
project, and temporary impacts from construction of the project. Along the N‐S Corridor, AAF 
has committed to installing stationary pole-mounted wayside horns at each of the 159 grade 
crossings between Cocoa and West Palm Beach where severe, unmitigated impacts would occur 
using locomotive‐mounted horns. Using wayside horns at the intersection instead of the 
locomotive horn has been shown to substantially reduce the noise footprint without 
compromising safety at the grade crossing. The use of wayside horns would eliminate any severe 
impacts and would reduce noise levels in comparison to the No‐Action Alternative. An 
alternative measure is the designation of quiet zones along the corridor, wherein sufficient safety 
infrastructure is installed to reduce risk indexes at grade crossings, rendering train horns 
unnecessary. Many local governments have requested AAF support the establishment of quiet 
zones where appropriate in conjunction with the development of the project, which could help 
mitigate project impacts. 
 
The project would result in vibration impacts along the N‐S Corridor due to nearly doubling the 
number of vibration events as a result of adding passenger train service to the existing freight 
operations. Along the N-S Corridor, there would be potential vibration impact at a total of 3,317 
residential, 513 institutional receptors, three television studios, three recording studios, nine 
auditoriums and three theaters. AAF proposes to minimize vibration impacts by wheel and rail 
maintenance that will control unacceptably high vibration levels. The DEIS indicates vibration 
levels are not projected to exceed structural damage levels at any location. 
 
The DEIS fails to acknowledge the high concentration of hospitals and medical establishments 
along the corridor, including hospitals that abut the FEC right-of-way.  These facilities are 
especially affected by noise and vibration, and a separate analysis should be conducted to 
identify all medical/hospital locations and analyze noise and vibration impacts on their function 
and operations.  Additional buffering via landscape and hardscape improvements may be 
necessary along with other mitigations to reduce impacts on these facilities. 
 
Noise and vibrations from the construction and operation of the proposed project has the 
potential to impact the quality of life of citizens in the region. In addition to the ways of reducing 
noise and vibration impacts from the operation of the project discussed above, AAF has 
committed to mitigate the adverse impacts of construction noise by a range of measures 
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including time of construction, modifications to construction equipment, and selection of 
construction routes. However, the evaluation of Historic & Cultural Resources section of this 
report notes that not all historic buildings and structures have been properly identified along the 
proposed rail corridor. The DEIS contains insufficient information until the potential impact of 
vibrations an all historic buildings and structures is evaluated. Also, Council received 
correspondence from Joel Tallent regarding the potential impact of Rayleigh waves on structures 
along the corridor. This issue should also be addressed in the final EIS. 
 
Recommendations: 

 All historic buildings and structures adjacent to the rail corridor should be 
evaluated for the potential impact of vibrations. 

 A medical facility assessment should be conducted to confirm location of all 
hospital/medical facilities, analyze noise and vibration impacts, and determine 
appropriate mitigations to reduce impacts.  

 The impact analysis of noise and vibrations should specifically address the effect of 
Rayleigh waves. 

 The final EIS should include sufficient infrastructure to enable local governments to 
designate quiet zones as deemed appropriate along the corridor.  
 

Coastal Zone Management 
 
The project lies within the designated Florida Coastal Zone and requires a federal consistency 
determination under the Coastal Zone Management Act. The Florida State Clearinghouse 
coordinates the review of proposed federal activities, requests for federal funds, and applications 
for federal permits other than permits issued under Section 404 of the Clean Water Act and 
Section 10 of the Rivers and Harbors Act. Regional planning councils and local governments 
may participate in the federal consistency review process by advising the Florida State 
Clearinghouse on the local and regional effect of proposed federal actions. 
 
The DEIS indicates that direct effects to the natural resources in the coastal zone will result from 
all elements of the project, including construction of the vehicle maintenance facility, bridge and 
rail construction along the E‐W Corridor, and bridge construction along the N‐S Corridor. 
Within the Treasure Coast Region, bridge construction/reconstruction would impact small areas 
of aquatic resources within the Indian River and the Jensen Beach‐Juniper Inlet Aquatic Reserve. 
All construction activities associated with the N-S Corridor would occur within the existing 
FECR Corridor. The DEIS proposes a range of mitigation measures and commitments to avoid 
and minimize project related impacts to coastal resources. Detailed mitigation plans for impacts 
to wetlands, essential fish habitat, and wildlife will be determined in the federal and state 
permitting process. The DEIS contains sufficient information related to coastal zone 
management. 
 
Climate Change 
 
The DEIS includes a discussion recognizing that southeast Florida is particularly vulnerable to 
the effects of climate change, especially sea level rise. Sea level is predicted to rise 9 to 24 inches 
by 2060, and the rate of change is projected to increase over time. Florida may also be 
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susceptible to more intense storm events. The potential impacts of climate change include the 
displacement of communities, damage to infrastructure, and damage to natural systems. The 
DEIS indicates bridge structures in the N-S Corridor will have increased vulnerability over time, 
and potential infrastructure damage may result from flooding, tidal damage, and/or storms. The 
DEIS notes that bridge vulnerability to sea level rise will increase a sea level rises. As a result, 
there may be increasing periods of time where the train is out of service during storm events. 
 
The DEIS states that scientific consensus has identified human‐related emission of greenhouse 
gases above natural levels as a significant contributor to global climate change. Reducing 
greenhouse gas (GHG) emissions is considered an important mitigation strategy to decrease the 
long‐term effects of climate change. The DEIS indicates that the AAF project is predicted to 
reduce GHG emissions for carbon dioxide (CO2), methane (CH4) and nitrous oxide (N2O). The 
project would decrease emissions as a result of decreased automobile vehicle miles traveled. CO2 
emissions are calculated to decrease by 19,617 tons/year in 2019 and 31,477 tons/year in 2030. 
CH4 emissions would decrease by 4.7 and 5.7 tons/year, respectively, and N2O emissions by 5 
and 6.1 tons/year in 2019 and 2030. The DEIS notes that reducing GHG emissions is important 
for long‐term climate change effects, but the reduction of GHGs will likely have little impact on 
the expected climate change effects over the next 20 or 30 years. The DEIS contains sufficient 
information related to climate change. 
 
Hazardous Materials & Solid Waste Disposal  
 
Subsurface contamination or waste materials. The DEIS conducted records search and field 
reconnaissance to sites rated medium and high risk by which contamination of soil and/ or 
groundwater by petroleum or hazardous materials has occurred, contamination may exist and 
where the potential for contamination of petroleum or hazardous materials exists due to past or 
present land use in close proximity to the project N-S Corridor area. The N-S Corridor remains 
within the existing FECR Corridor, and no land acquisition is required. A buffer of 200 feet on 
each side of the N-S Corridor was defined in the search and screened area. No historical 
concerns were identified within the environmental documents and historical aerials along the 
corridor, and therefore, field reconnaissance was used to assess the sites in close proximity to the 
project area to identify sites that potentially could impact the human environment from 
contaminated soil, groundwater and/or other hazardous materials.  

 
There were 215 high risk and 48 medium risk sites adjacent to the N-S Corridor that were 
inspected, and several sites outside the 200-foot buffer from the 100-foot wide existing active 
railroad were also visited for possible soil contamination, dead or stressed vegetation or refuse 
indicating the presence of pollutants, toxic or hazardous materials. A total of 238 sites were 
identified as potentially contaminated sites, including 101 high-risk, 23 medium-risk, and 114 
low-risk with 99 sites rated as no-risk.  

 
The proposed work for the N-S Corridor is to be completed within the existing FECR Corridor, 
and the DEIS indicates it will present minimal subsurface disturbance. No impacts from existing 
contaminated areas are anticipated. For any contamination that is discovered, the DEIS indicates 
the implementation of BMPs during construction to include special waste handling, dust control, 
and management and disposal of contaminated soil and groundwater to provide adequate 
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protection to workers and nearby sensitive environmental and human areas. Site remedial actions 
will ensure nearby or adjacent potentially impacted areas are adequately protected and 
contaminated substances will be managed in accordance with applicable federal, state, and local 
laws and regulations as listed in this DEIS. The DEIS adequately addresses the issues of  
subsurface contamination and waste materials. 

 
Secondary and Cumulative Effects. The DEIS has adequately addressed the hazardous materials 
elements of the proposed project. Indirect effects related to subsurface contamination or waste 
materials management could exist if the No-Action or Action Alternatives potentially impact an 
ongoing remediation of a known release or mediated materials following construction or waste in 
transport to another site or waste mitigation area. No indirect effects were identified for the No-
Action Alternative; however, a secondary effect related to subsurface contamination or waste 
materials management could exist if an Action Alternative has the potential to cause an impact. 
The No-Action and all Action Alternatives could result in an indirect impact should a spill from 
a freight train occurs along the N-S Corridor.  

  
Construction activities may generate releases or spills as a result of the storage and use of 
hazardous materials associated with construction equipment, storage tanks and pipelines. AAF 
has indicated that any new facilities constructed will be subject to applicable regulations, and a 
new Spill Prevention, Control and Countermeasure Plan would be implemented to reduce risk of 
releases. All construction hazardous materials will be disposed of in accordance with state and 
local laws and would include off-site facilities such as landfills, recycling centers, and treatment 
plants.  
 
Passenger Secondary Impacts. The DEIS addresses hazardous materials spills/releases as related 
to soil and ground contamination.  However, it does not address the potential hazardous materials 
releases from freight trains in proximity to a passenger train. Since the passenger trains are to be 
running adjacent to, with, or passing freight trains, there is a potential for train derailment and 
subsequent hazardous materials releases impacting passengers. The DEIS does not adequately 
address impacts, response or mitigation of freight train hazardous materials spill/release in 
proximity of passenger trains.  

 
The DEIS suggests outreach and training with local first responders but does not elaborate or 
identify details of outreach and capacity of training. Additional information should be provided 
regarding railroad interaction with local first responders in derailment and hazardous materials 
response capabilities and operational interaction with local agencies.  

 
In addition, the list of Hazardous Materials Currently Transported on FECR Corridor included in 
the DEIS is not exhaustive of chemical materials carried by rail, but instead, it only addresses 
chemical materials in relation to the identified contaminated sites for the DEIS. More data 
regarding the universe of potential chemicals to be transported is needed for appropriate response 
planning by emergency management and first responder agencies.  
 

Recommendations:  
 The final EIS should include an analysis of the potential impacts, the adequacy of 

emergency response and operational interaction among local agencies, and 
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mitigation measures for freight train hazardous materials spills/releases in 
proximity of passenger trains. 

 Additional data is needed regarding the entire range and frequency of chemical 
materials that could be carried on the corridor. 
 

Water Resources 
 
The DEIS analyzed project impacts to surface water and groundwater resources, including 
navigable waters, Outstanding Florida Waters and impaired water bodies. Constructing the 
project in the N‐S Corridor would not create new impervious surface or alter the existing 
drainage system because the project will utilize the existing rail corridor, which originally 
included two rail lines. The majority of the original second line was previously removed, but the 
track bed remains. The project would include reconstruction of the second line on the existing 
track bed. Reconstructing the second rail line within the existing roadbed would not create new 
impervious area. Also, the adjacent surface drainage is not expected to be impacted with the 
reconstruction of the second line. The existing cross drainage facilities on the adjacent roadways 
span the entire right‐of‐way width and would not require modification for installation of the 
second rail line on existing roadbed. 
 
Water quality and quantity concerns associated with reconstructing the rail bed to add a second 
track are to be addressed as part of the Florida Environmental Resource Permit process. Drainage 
would be accommodated using an existing channel along the north or south side of the right‐of‐
way. In some cases, this would require relocating existing drainage channels. No construction 
would occur that would potentially contact or impact groundwater supply. Constructing the rail 
in this corridor is not expected to result in a substantial impact to groundwater or aquifer 
recharge. Surface water resources would experience minor direct effects as a result 
reconstructing or replacing 18 bridges along the N-S Corridor. Direct permanent impacts would 
include installing concrete pilings and abutments within surface waters. No permanent adverse 
impacts to surface water quality or adverse impacts to Outstanding Florida Waters are expected 
to be caused by the bridges. 
 
The N‐S Corridor would overlap the eastern border of an aquifer protection area within Palm 
Beach County. The proposed improvements would not increase impervious surfaces in aquifer 
stream flow and recharge source zones. No adverse impacts to the aquifers are expected. The 
N-S Corridor passes through several wellfield protection zones in Brevard, Indian River, St. 
Lucie, Martin, and Palm Beach counties. Each of these counties has policies and regulations, in 
the form of wellfield protection ordinances, to protect drinking water supplies from 
contamination. The project would comply with all local ordinances for protection of the 
wellfields. Therefore, no impacts to wellfield resources are expected. 
 
The DEIS indicates AAF will provide water quality mitigation and stormwater treatment as part 
of the project to mitigate for project related impacts. Specific measures would be determined by 
and in compliance with permit requirements. Temporary effects to surface waters and 
groundwater during construction activities will be minimized through the application of BMPs. 
During construction, AAF will use sediment control BMPs, including installation of turbidity 
curtains and silt fencing, to protect surface waters. Accidental spills of material such as fuels, 



   

 22 

lubricants, solvents, or other liquids that could harm surface waters will be cleaned up in a timely 
manner in accordance with a spill prevention plan and BMPs. These measures would minimize 
the potential for temporary effects. The DEIS contains sufficient information to address 
impacts to water resources. 
 
Floodplains 
 
The N-S Corridor crosses the 100-year floodplain and numerous floodplains primarily associated 
with estuarine and coastal waters. The N-S Corridor also crosses several federal flood control 
watersheds and waterways including Earman River and Taylor Creek. No construction is 
proposed at Taylor Creek, and the single-track bridge parallel to Earman River Bridge will not 
affect flooding. The DEIS indicates the project will not result in significant impacts on the 
beneficial value of floodplains and would not adversely impact any federal flood control 
projects. All three action alternatives would require construction within the 100-year floodplain 
along the N-S Corridor, and the DEIS indicates impacts are unavoidable due to the extent of the 
floodplains within the study area.  
 
The project along the N-S Corridor would impact 68.6 acres within the 100-year floodplain. The 
DEIS indicates that floodplain management is not a concern as the project would be limited to 
the existing FECR Corridor to maximize use of existing infrastructure, minimizing any new 
landfill requirements. Flood-prone areas occurring within the FECR N-S Corridor were filled 
during the original construction of the rail line. Filling would be reduced to areas where third 
track and curve reduction area construction is present, and reduction of flood storage volume 
from replacement fill would be insignificant. The DEIS has indicated that the N-S Corridor is not 
anticipated to promote future incompatible floodplain development or increase potential for 
flood related property damage or risk to human life.  
 
The proposed project will mitigate all floodplain impacts in accordance with state and local laws 
as related to compensation and permitting. Potential harm to floodplain areas is mitigated by 
retaining existing elevations where feasible, construction of stormwater structures and retention 
ponds and minimizing fill in sensitive areas. The DEIS has adequately addressed floodplain 
issues as related to the N-S Corridor. 
 
Wetlands 
 
The DEIS indicates the project would directly impact a total of about 127.7 acres of wetlands in 
Alternative A, 164.9 acres in Alternative C, and 157.5 acres in Alternative E. These impacts are 
to all types of aquatic resources, including streams and waterways, reservoirs, and a variety of 
natural wetland types. The greatest impact to wetlands is associated with the construction of a 
new rail line in the E-W Corridor and the new intermodal facility at Orlando International 
Airport. However, the DEIS indicates direct wetland and aquatic habitat losses within the N‐S 
Corridor through the Treasure Coast Region would total approximately 2.0 acres due to bridge 
construction. These include streams and waterways, wetland hardwood forest, mangrove swamps 
and treeless hydric savannah. Regarding indirect impacts, the DEIS indicates the project would 
impact about 2.58 acres of forested wetlands. Bridge construction activities would require 
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trimming mangroves adjacent to bridges, which would reduce the quality of the existing habitat 
as well as altering the light regime within these wetland areas. 
 
The DEIS indicates AAF will minimize impacts to wetlands to the greatest extent practicable 
during the final design process. This will be accomplished through the permitting process in 
coordination with a variety of state and federal agencies. AAF has proposed measures to avoid 
and minimize wetland losses through the use of retaining walls and other methods. AAF will 
mitigate all unavoidable impacts to jurisdictional wetlands in compliance with the U.S. 
Environmental Protection Agency and U.S. Army Corps of Engineers (USACE) joint mitigation 
rule. AAF has proposed to mitigate impacts through the purchase of in‐kind mitigation bank 
credits. AAF cannot determine the amount of compensatory mitigation credit required to offset 
unavoidable effects until a permit application is submitted to the USACE. The DEIS contains 
sufficient information to address impacts to wetlands. 
 
Biological Resources & Natural Ecological Systems 
 
The DEIS indicates the project would directly impact a total of about 93.0 acres of natural 
upland habitat in Alternative A, 121.8 acres in Alternative C, and 109.4 acres in Alternative E. 
These impacts are to all types of natural uplands, but the highest loss of habitat is to forested 
plant communities. The greatest impact to natural upland habitat is associated with the 
construction of a new rail line in the E-W Corridor and the new intermodal facility at Orlando 
International Airport. However, the DEIS indicates that all construction activities proposed for 
the N‐S Corridor through the Treasure Coast Region would occur within previously disturbed 
areas in the FECR Corridor and would not impact natural communities. 
 
The DEIS indicates the potential loss of wildlife habitat could result in indirect or secondary 
effects to wildlife such as habitat fragmentation and associated edge effects, such as the loss of 
genetic diversity of plant and animal populations, increased competition for resources, and 
physical or psychological restrictions on movements caused by some feature within a corridor 
that wildlife are unwilling or unable to cross. It is also possible that the operation of the project 
could displace some individual wildlife populations that are sensitive to noise and vibration. 
However, these potential impacts have been minimized by siting the project immediately 
adjacent to an existing transportation corridor (E-W Corridor) or within an existing rail corridor 
(N-S Corridor). Therefore, the project is not expected to significantly increase fragmentation and 
noise impacts that do not already exist. The DEIS states AAF will minimize effects to upland 
habitats and wildlife through implementation of standard construction BMPs and mitigation 
measures. These include designs to provide wildlife passage under bridges and through culverts 
in critical areas, and re-vegetation of cleared areas when required by standard BMPs and 
applicable laws. The DEIS contains sufficient information to address impacts to biological 
resources and natural ecological systems. 
 
Threatened & Endangered Species 
 
The DEIS describes the analysis of state and/or federally listed species documented or expected 
to occur in or near the project study area. The analysis identified 38 plant and animal species that 
are both federally and state listed and 36 plant and animal species only listed by the State of 
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Florida. As a cooperating agency with the development of the DEIS, the USACE has issued a 
determination that the project would not jeopardize any listed species or modify any designated 
critical habitat. This determination was made in coordination with the U.S. Fish and Wildlife 
Service (USFWS), Florida Fish and Wildlife Conservation Commission (FWC), and other 
federal and state agencies. While no significant impacts to sensitive species are anticipated, the 
USFWS and FWC recommended species specific mitigation measures for each potentially 
affected federally or state-listed species. The DEIS indicates that AAF has committed to 
implementing these specific measures to mitigate for potential temporary and permanent impacts 
to federally listed species or protected species habitat. Many of these measures call for 
procedures to be implemented during construction of the project. These include a series of 
mitigation measures to protect the West Indian manatee; wood stork; bald eagle; eastern indigo 
snake; sea turtle and smalltooth sawfish; Johnson’s seagrass; and gopher tortoise. In addition, 
AAF has committed to conducting pre‐construction surveys for the Audubon’s crested caracara; 
Florida scrub‐jay; red‐cockaded woodpecker; sand skinks; and state‐listed plant species. The 
DEIS contains sufficient information to address impacts to threatened and endangered 
species. 
 
Utilities and Energy Resources 
 
The DEIS indicates the project would have no, or negligible, effects on utilities and energy 
resources. Above and below ground electrical transmission and distribution lines are located 
along and within the existing N‐S Corridor through the Treasure Coast Region. Electrical service 
providers within the N‐S Corridor include FPL and the City of Vero Beach. In some locations, 
poles will require relocation in order to accommodate the new mainline track and upgraded 
crossings. AAF would coordinate with the affected utilities during final design and prior to 
construction. Pole relocation is expected to be minimal, and associated with grade crossings and 
limited sections of the rail corridor where new track is required. The locomotives are planned as 
diesel‐electric units and will not place any additional load on the existing electrical and utility 
services. Based on the estimated annual quantities of diesel consumption, the impact on energy 
resources would be negligible. The increase in electrical service/demand due to signals is 
minimal and will require no major changes or construction of electrical or other utility 
infrastructure. Improving the railroad crossings could impose temporary and minor disturbances 
on electrical service. Also, the DEIS indicates the existing FECR Corridor contains underground 
fiber‐optic duct banks containing FECR communications and signals systems. The DEIS states 
that the Positive Train Control System will use the existing Parallel Infrastructure LLC’s fiber 
optic system within the FECR Corridor. The DEIS contains sufficient information to address 
impacts to utilities and energy resources. 
 
Communities and Demographics 
 
The N‐S Corridor is within the existing FECR Corridor and passes through numerous 
incorporated Treasure Coast municipalities: Vero Beach, Fort Pierce, Stuart, Jupiter, Palm Beach 
Gardens, Riviera Beach, and West Palm Beach.  The total population of the 117 census tracts 
within the project study area is 535,868, which represents 15.1 percent of the total population of 
the six counties traversed by the project. Within the Treasure Coast, 77 census tracts lie within 
the project study area and have a population of 298,613. 
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Table 4.4.1-2    Total Population of Census Tracts Crossed by the Project, by County 

Geography 
(No. of Census Tracts) Total Population 

Total Population of the 
Census Tracts Transected 

by the Project 
Florida 18,688,787 -- 
Six County Total 3,541,985 535,868 
Orange (8) 1,133,087 78,632 
Brevard (32) 542,320 158,623 
Indian River (17) 137,004 69,533 
St. Lucie (10) 274,693 35,131 
Martin (20) 145,480 78,352 
Palm Beach (30 - N-S Corridor) 1,309,401 115,597 
Palm Beach (46 - WPB-M Corridor) 1,320,134* 170,687* 
Broward (52) 1,748,066* 220,308* 
Miami-Dade (38) 2,496,435* 157,769* 

Source: USCB. 2011. 2007-2011 American Community Survey 5-Year Estimates: Total Population. http://factfinder2.census.gov/. Accessed August 
13, 2013; AAF. 2012. Environmental Assessment and Section   4(f) Evaluation for the All Aboard Florida Passenger Rail Project West Palm Beach 
to Miami, Florida .http://www.fra.dot.gov/eLib/details/L04278. Accessed September 12, 2013. 

 * Population data, as presented in Section 3.3.3 of the 2012 EA, derives from the 2010 U.S. Census 

  

The application indicates the N‐S Corridor would not result in residential displacement, 
neighborhood fragmentation, or the loss of continuity between neighborhoods. The N‐S Corridor 
is within the existing FECR Corridor and would not displace residences or businesses.  

 
During the construction phase of the project, however, there would be disruptions to automobile 
traffic and upgrades at grade crossings and bridge rehabilitations would adversely impact travel 
between adjacent neighborhoods and could potentially impede emergency responders. AAF has 
indicated it will work with all local communities to minimize traffic disruptions and to maintain 
emergency access. 

 
Environmental Justice 
 
This section of the DEIS describes the potential effects to minority and low‐income populations 
within the project study area that could result from the project. Executive Order 12898, Federal 

Actions to Address Environmental Justice in Minority Population and Low-Income Populations, 

was issued in February 1994 and requires that federal agencies consider whether a project would 
have a disproportionately high adverse impact on minority or low‐income populations. 

 
The N-S Corridor in the Treasure Coast Region passes through 19 census tracts that meet the 
established environmental justice thresholds. The DEIS indicates the project would not result in 

http://factfinder2.census.gov/
http://www.fra.dot.gov/eLib/details/L04278
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disproportionately high and adverse impacts to minority or low‐income populations. AAF 
maintains there would be no adverse impacts to environmental justice communities resulting 
from residential displacement, job loss or neighborhood fragmentation due to the use of property. 
However, increased rail traffic on the N-S Corridor, especially passing through environmental 
justice communities may disproportionately impact residents’ ability to travel from 
neighborhoods west of the FECR to adjacent amenities and employment opportunities east of the 
FECR in a timely manner. Transportation-disadvantaged residents may be especially affected. 
Further, these communities include a  large number of Title 1 schools, which tend to attract large 
numbers of students and families who walk or bike to school, work, and home often across the 
rail corridor. The project has not provided sufficient information to make a definitive 
determination that the project will not adversely impact environmental justice populations.     

 
The project would result in vibration impacts to 3,317 residential parcels along the N-S Corridor, 
820 (24.7 percent) of which are within environmental justice communities. All Aboard Florida 
indicates that vibration impacts would be mitigated using ballast mats beneath rail lines, “frogs” 
at selected switch locations with nearby sensitive receptors, and special pile-driving methods at 
selected locations near sensitive receptors during construction. Environmental justice 
communities would not experience any disproportionate adverse impacts from vibration along 
the N-S Corridor with the implementation of these measures. 

 
The project would not require the use of land within a park, recreational area or wildlife Section 
4(f) resource. The DEIS indicates there would be no disproportionate adverse impacts within 
environmental justice communities along the N-S Corridor as a result of the loss of Section 4(f) 
recreational or park resources. 
 
Recommendations: 
 
 The final EIS should provide additional information to definitively determine the 

project will not adversely impact environmental justice populations including but not 
limited to access to school and work, neighborhood fragmentation, and access by the 
transportation disadvantaged. 

 
 
Economic Conditions  

 
The DEIS describes the potential effects to local economic conditions that could result from the 
project. Potential long‐term direct and adverse effects to local economic conditions would 
include the loss of municipal property tax revenue from the acquisition of privately owned 
properties, permanent displacement of existing businesses and associated revenues, and 
employment displacement. Potential long‐term direct and beneficial effects to local economic 
conditions would include expenditures associated with project operations such as labor, fuel 
costs, equipment maintenance, insurance, maintenance of right‐of‐way, and lease payments.  

 
Additionally, local governments would be adversely by increased costs for grade crossing 
infrastructure, necessitated by the installation of a second railroad track. Each grade crossing is 
currently governed by a separate grade crossing maintenance agreement, which tend to assign 
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infrastructure maintenance and replacement costs to local governments. Historically, these 
agreements have not been accompanied by a set fee structure or forecast to enable local 
governments to budget for costs over time. This issue is not addressed under economic impacts 
in the DEIS.  
 
All Aboard Florida suggests the project would increase federal, state, and local government 
revenues based on jobs created during construction of the project and annual operational 
activities. An economic benefits analysis was conducted for the project. As indicated in Table 
5.4.3-1, constructing the project is expected to generate over 10,000 jobs and generate a total 
economic benefit of $3.4 billion. 

 

Table 5.4.3-1    Summary of Economic Benefits of AAF Construction and Operations 

 
Category 

 Operations 

Construction Average Annual Total  
(2016-2021) 

Jobs Over 10,000 1,603 1,603 
Labor Income $1.2 Billion $75 Million $442 Million 
Gross Domestic Product $1.7 Billion $105 Million $619 Million 
Total Economic Value $3.4 Billion $150 Million $887 Million 
Federal. State and Local Taxes $291 Million $21 Million $126 Million 

Source: WEG 2014 
   

While the project is estimated to divert 10 percent of the proposed long-distance passenger rail 
ridership from airplane passengers to passenger rail service, the estimated lost revenue from the 
diversion of air passengers accounts for less than 0.1 percent of the airlines’ (American Airlines, 
Spirit Airlines, and Silver Airways) combined annual operating revenue. The applicant maintains 
the project would not have significant economic impact to the airlines serving Orlando and 
Southeast Florida nor would potential diversion from other intercity rail services and bus 
services result in a significant economic impact from lost revenue.  

 
The DEIS indicates the project would not require acquisition of privately owned property along 
the N‐S Corridor, as the N‐S Corridor is entirely within the existing FECR Corridor. Since no 
land acquisition is necessary, the project would not result in the reduction of municipal tax 
revenue, commercial displacements, or job loss along the N‐S Corridor. 

 
Overall, the project is estimated to add approximately $1.2 billion to Florida’s Gross Domestic 
Product in estimated annual economic development through 2021 and generate approximately 
$187 million in annual federal, state and local government tax revenue through 2021. These 
potential indirect and secondary effects of the project on local economic conditions are 
summarized in Table 5.4.3-2. 
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Table 5.4.3-2    Summary of Economic Benefits of TOD Construction and Operations 
 
Category 

 Operations 
Construction Average Annual Total (2016-2021) 

Jobs 1,695 389 389 
Labor Income $658.8 

Million 
$20 Million $66 Million 

Gross Domestic Product $980.5 
Million 

$60 Million $204 Million 
Total Economic Value $1.8 Billion $80 Million $284 Million 
Federal. State and Local Taxes $187.4 

Million 
$14 Million $48 Million 

Source: WEG 2014 

  
Additional indirect economic benefits of the project as described in the DEIS could be realized 
through savings associated with reduced highway maintenance costs, and reductions in road 
congestion which would prolong the lifespan of highway infrastructure. 

 
The DEIS indicates the project will create tangible economic benefits to the State of Florida and 
to the communities through which the project traverses. The information and analysis provided 
by AAF in the DEIS, however, does not present the net economic benefits of the overall project. 
A detailed cost/benefit analysis should be conducted to determine, what, if any negative 
economic impacts might be realized by communities adjacent to the N-S Corridor resulting from 
increased operations and maintenance costs. For example, costs may be associated with 
enhanced infrastructure and safety measures that may be required to mitigate project impacts. It 
is also conceivable that businesses and residences located within a reasonable distance of the N-S 
Corridor may be negatively impacted by reductions in property values because of the proposed 
increased freight traffic on the railroad. In addition, the delays anticipated for marine navigation 
are anticipated to substantially impact the marine industries as well as related industries such as 
hospitality and tourism. The positive economic benefits of the project need to be weighed against 
the potential negative economic impacts. The information provided in the DEIS is not sufficient 
to determine long-term net economic impacts of the project to communities, businesses, or 
residents.   
 

Recommendations: 
 The final EIS should include a more detailed and balanced cost/benefit analysis of 

the project’s economic impacts to local governments, businesses, and residents. 
 The final EIS should include a requirement for the establishment of a standardized, 

predictable, and reasonable fee structure for local governments regarding grade 
crossing improvements.   

 
Historic & Cultural Resources 

 
The DEIS indicates the portion of the project that traverses the Treasure Coast Region contains 
several cultural resource eligible for listing on the National Register of Historic Places (NRHP), 
including the FECR Railway Historic District, three bridges, and five identified archeological 
sites. The project would return the N-S Corridor to a dual-track system, which was historically in 
place. The addition of the second track would return the corridor to its historic configuration and 
historic use as a passenger rail line. The DEIS maintains the NRHP-eligible FECR Railway 
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Historic District would not be adversely affected by the project. This issue is addressed 
adequately in the DEIS. 

 
Historic Bridges.  The N-S Corridor within the Treasure Coast Region contains a number of 
bridges, three (Sebastian River, St. Lucie River and Loxahatchee River) that have been identified 
as individually eligible for listing on the NRHP. The project envisions the demolition of the 
Sebastian River Bridge and the construction of a new bridge with double tracks within the same 
footprint. This action is considered an adverse effect that cannot be avoided.  AAF proposes to 
conduct historic research and prepare a Historic American Buildings Survey and Historic 
American Engineering Record for the bridge prior to its demolition. Consultation with SHPO is 
ongoing. This issue is adequately addressed in the DEIS. 

 
The St. Lucie River and Loxahatchee River bridges would be rehabilitated but not substantially 
altered. AAF has pledged to continue to consult with SHPO to avoid and/or minimize effects to 
bridges during proposed rehabilitation work. This issue is adequately addressed in the DEIS. 
 
Historic Districts and Structures.  The DEIS indicates improvements within the N‐S Corridor 
would remain within the existing right‐of‐way and will not require right‐of‐way acquisition from 
any adjacent historic districts or individual NRHP‐listed or eligible historic resources. It has 
made the determination the project will have no effect on historic resources adjacent to the N-S 
Corridor or adjacent to at-grade crossings. The DEIS identifies only one historic district on the 
N-S Corridor – the Union Cypress Saw Mill Historic District in Brevard County. However, the 
DEIS fails to recognize the presence of several additional historic districts in St. Lucie County, 
including the St. Lucie Village Historic District and Fort Pierce Downtown Historic District, 
both of which are bisected by the N-S Corridor, as well as Edgar Town Historic District and the 
River’s Edge Historic District, which abut the N-S Corridor. Each of these historic contains 
additional historic resources, and it is unclear whether or not these resources have been analyzed 
for impacts from the proposed project. While the DEIS indicates the project will not adversely 
impact historic resources, the data is insufficient to make this determination.  Potential negative 
indirect effects may be realized if increased development resulting from the project results in 
pressure to demolish or destroy cultural resources.   
 
Recommendation: 

 An updated historic and cultural resources analysis should be conducted with 
consideration of all designated historic districts as well as all designated and eligible 
structures along the corridor to fully assess project impacts. 

 
Archeological Sites:  The DEIS identified five archeological sites within the Treasure Coast 
Region as illustrated in Table 4.4.5-14. The DEIS indicates AAF will continue to consult with 
SHPO during the design process as needed in order to ensure appropriate sensitivity to the 
previously recorded archeological sites. It is recommended that SHPO evaluate the four 
archeological sites, not evaluated by SHPO to determine possible NRHP eligibility.  
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Table 4.4.5-14  Archaeological Sites Located within the N-S Corridor APE 

FMSF # Site Name / Address Site Type 
National Register 

Significance* 

8IR846 Railroad Malabar-Period Shell Midden and 
Artifact Scatter Not Evaluated by SHPO 

8MT1287 Hobe Sound National 
Wildlife Refuge #3 

Prehistoric Campsite and Prehistoric 
Shell Midden Not Evaluated by SHPO 

8SL41 Fort Capron Historic Fort Not Evaluated by SHPO 

8SL1136 Pineapple Surface Scatter, Campsite, Homestead, 
and Farmstead Ineligible 

8SL1772 Avenue A-Downtown 
Fort Pierce 

Precolumbian Habitation, Midden, 
Campsite, and extractive Site; Historic 
American Building Remains, Refuse, and 
Artifact Scatter 

Not Evaluated by SHPO 

*       As recorded in the FMSF; may require re-evaluation 
 

The DEIS indicates the project would increase noise and vibration levels above existing 
conditions in the N-S Corridor, noting these noise and vibration level changes will not adversely 
impact cultural or historic resources. This issue is adequately addressed in the DEIS. 

 
Recreational Resources 

 
The DEIS describes existing recreational properties along with properties that are protected by 
the Land and Water Conservation Act of 1965. These resources are identified as parks, recreation 
areas, or wildlife and waterfowl refuges of national, state, or local significance that are available 
to the public. These resources are all parks and other recreational facilities that have been the 
subject of Land and Water Conservation Fund Act grants of any type. 

 
Twenty-six resources were identified in the DEIS within 300 feet of the project alignment along 
the N-S Corridor within the Treasure Coast Region. Two of the resources are bisected by the 
project – the Hobe Sound National Wildlife Refuge and Jonathan Dickinson State Park. The 
DEIS indicates all construction will take place within the FECR-owned right-of-way, and no 
acquisition of new right-of-way within these resource property limits is required. To ensure the 
safety of users of Jonathan Dickinson State Park, AAF proposes to implement at-grade crossing 
improvements where the N-S Corridor crosses Southeast Jonathan Dickinson Way, which is an 
access road connecting the park to U.S. 1.    

 
Two additional resources identified in the DEIS include the North Sebastian Conservation Area 
and Sawfish Bay Park. Both of these resources are along the N‐S Corridor. No land acquisition is 
planned within either of these resource areas. The N-S Corridor does not cross either resource 
area. The project also does not appear to affect the use of these recreation resources adjacent to 
the project in regards to noise, vibration, aesthetics, or access. Impacts to recreational 
resources are adequately addressed in the DEIS.  
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Summary of Local Government Meetings  
 
To further evaluate regional aspects of the DEIS, Council conducted two public meetings – on 
October 22, 2014 in the Town of Jupiter and on October 23, 2014 in the City of Fort Pierce. The 
meetings were attended by representatives of local governments, agencies, legislative and 
congressional delegation members, and the public. Meeting notes from both meetings are 
included in as attachments to this staff report. Several issues identified through this additional 
due diligence have been incorporated into the staff report. (See Exhibits 5 and 6) 
 
Summary of Comments from Local Governments, Agencies, and the Public  
 
The proposed AAF project has been the subject of extensive discussion and deliberation by local 
governments, agencies, Council, and the public.  Correspondence received by Council related 
specifically to the DEIS is noted below:   
 

 DEIS comments received from the Town of Jupiter, dated November 10, 2014 
(Exhibit 7) 

 DEIS comments received from the City of Fort Pierce, dated November 14, 2014 
(Exhibit 8) 

 DEIS comments received from Mr. Joel M. Tallant, Sr., a resident of Indian River 
County, dated September 24, 2014 (Exhibit 9) 

 DEIS comments received from Mr. Michael J. Kennedy, President Marine Industries 
Association of Palm Beach County, dated November 20, 2014 (Exhibit 10) 

 DEIS comments received from the City of Palm Beach Gardens, dated November 20, 
2014 (Exhibit 10). 

Additional correspondence and resolutions from local governments, agencies, and elected 
officials related to the AAF project are included as supplemental material on Council’s website. 
 
Conclusion  
 
The AAF project represents the potential for significant improvements to the FEC railway 
system and for substantial impacts upon the region’s transportation network; land use patterns; 
the natural, physical and social environment; and the economy. As noted in the report, the DEIS 
does not provide sufficient data in several key areas for a thorough analysis of impacts at the 
local and regional level. Key data and analysis deficiencies are identified to be addressed in the 
final EIS. While passenger rail service has historically been supported at the local and regional 
level, the project as described in the DEIS creates disproportionate benefits and impacts. Areas 
gaining access to new passenger rail service appear benefitted by improved mobility, air quality, 
economic expansion, and job creation. However, the lack of access to AAF service in the 
northern counties provides adverse impacts from the project without any apparent benefits to 
offset those impacts. The DEIS provides little in the way of analysis or mitigation measures to 
address this imbalance. The final EIS: 1) should address data deficiencies; 2) include a more 
thorough analysis of project costs and benefits and suggested mitigation measures and 
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alternatives; and 3) establish stronger measures to more completely mitigate regional and local 
impacts and to provide a better balance among the competing forms of transportation. 
 
Attachments  
 



   
 

List of Exhibits 
 
  

Exhibit  

1 Project Map 
2 Jupiter Inlet District – Boat Count Data 
3 Martin County Report: Potential Impacts - Navigation 
4 Federal Railroad Administration On-Site Engineering Reports  
5 Staff Summary of the Regional Meeting in Jupiter on October 22, 2014 
6 Staff Summary of the Regional Meeting in Fort Pierce on October 23, 2014 
7 Correspondence from the Town of Jupiter dated November 10, 2014 
8 Correspondence from the City of Fort Pierce dated November 14, 2014 
9 Correspondence from Mr. Joel M. Tallent, Sr. – Resident of Indian River County 

dated September 24, 2014 
10 Correspondence from Mr. Michael J. Kennedy, President of MIA PBC 
11 Correspondence from the City of Palm Beach Gardens dated November 20, 2014 

 
 
  



   

 

EXHIBIT 1 
Project Map 

 

 
  



   

 

EXHIBIT 2 
Jupiter Inlet District – Boat Count Data 

 

 
  

Retrieved November 14, 2014 from http://jupiterinletdistrict.org/wp-content/uploads/2014/02/Boat-
Traffic-thru-2014-09.pdf. 
 



   

 

EXHIBIT 3 
Martin County Report: Potential Impacts - Navigation 

 

 



   

 

EXHIBIT 4 
Federal Railroad Administration On-Site Engineering Field Reports  

 
  



   

 



   

 



   

 



   

 



   

 



   

 
 



   

 

 



   

 



   

 



   

 



   

 



   

 



   

 

 



   

 

 
  



   

 

EXHIBIT 5 
Staff Summary of the Regional Meeting in Jupiter on October 22, 2014 

 



   

 



   

 



   

 



   

 



   

 



   

 



   

 

 
 



   

 

EXHIBIT 6 
Staff Summary of the Regional Meeting in Fort Pierce on October 23, 2014 

 

 
  



   

 



   

 



   

 



   

 



   

 



   

 



   

 

 
  



   

 

EXHIBIT 7 
Correspondence from the Town of Jupiter dated November 10, 2014 

 



   

 



   

 



   

 
 



   

 

EXHIBIT 8 
Correspondence from the City of Fort Pierce dated November 14, 2014 

  



   

 



   

 



   

 



   

 



   

 



   

 



   

 



   

 



   

 



   

 



   

 

 
 
 



   

 

EXHIBIT 9 
Correspondence from Mr. Joel L. .Tallant, Sr. –  

Resident of Indian River County dated September 24, 2014 

 
 



   

 

 
  



   

 

EXHIBIT 10 
Correspondence from Mr. Robert J. Kennedy, President of the Marine Industries 

Association of Palm Beach County dated November 20, 2014 

 
  



   

 

EXHIBIT 11 
Correspondence from the City of Palm Beach Gardens dated November 20, 2014 
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